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Wheels on Land, Boats on Water. 
RAHWAY, N. J., Jan. 16, 1895. 
TO THE EDITOR OF THE RAIZROAD GAZETTE: 

In his letter to you dated January 3, J. W. Lattig 
criticises the position that we have taken with reference 
to night signal practice. He argues that because we agree 
that the semaphore is the best day signal, it is obvious 
that a position signal is also the best by night. He says: 
“T fail to understand the logic of a line of argument 
which extols the semaphore for day service, and con- 
demns position for night service.’’ 

The proper understanding of that point is the key to 
the situation. There may be some people who wonder 
why we travel on wheels overland, and on boats, over the 
ocean. The reason is that the two conditions are very 
different. What conditions could vary more as regards 
sight than night and day ? The fact is that these condi- 
tions are so diametrically opposite, that after long experi- 
ence the railroad community has adopted position and 
form for one condition, and a concentrated strong light 
for the other. ARTHUR H. JOHNSON. 





American Society of Civil Engineers. 


: Last week, page 37, we gave a brief report of the more 
important facts of the business meeting of the American 
Society of Civil Engineers at its Annual Meeting. 

Probably the most important of the reports presented 
was that of the Committee on Amendments to the Con- 
stitution. The committee consisted of Messrs. Whinery, 
Herschel, Bernard Green, Bixby, John Thomson, Metcalf 
and Strobel. Mr. Strobel presented a minority report. 
The report of the majority strikes us as being a particu- 
larly sensible and clear document. The first amendment 
proposed is Section 3, Article III., providing fo: the use 
of the word ‘‘references’’ in the case of corporate mem- 
bers, and ‘‘endorsers’’ in the case of associate, junior or 
fellow. 

An amendment to Section 5 of the same article pro- 
vides, that in the case of a reconsideration of an adverse 
vote against a candidate for membership each ballot sent 
in shall be signed by the member who votes it. This was 
considerably discussed, nearly all of the discussion, how- 
ever, going to sustain the committee. 

‘The most important amendment is that with regard to 
the method of making nominations, and this, together 
with the committee’s arguments for it we print nearly in 
full below. The meeting voted to pass all of these amend- 


ments to ietter ballot. 
ARTICLE VII. 

Strike out the whole of the present articie and substitute the 
following: 

“Section 1. ‘The Board of Direction shall, from time to time, 
divide the territory occupied by the memtership into seven geo- 
graphical districts, to be designated by numbers, District No. 1 
shall be the territory within 50 miles of the Post Officein the 
City of New York. Each of the other six districts. shall be, as 
nearly as practicable. contiguous territory: each shall contain, 
as nearly as practicable, an equal number of members, and they 
sRall be designated as Districts No. 2, 3, 4, 5,6 and 7. The 
Board shall announce such division to the Society on or before 
‘the first day of May in each year. 

“Sec. 2. At the Business Meeting of the Annual Convention 
of each year, seven Corporate Members, not officers of the Soci- 
ety, one from each of the geographical districts, shall be ap- 
pointed by the meeting to serve for two years; who, with the 
five living last Past Presidents of the Society, shall be a com- 
mittee to nominate officers for the Society. The Board of Direc- 
tion may prescribe the mode of procedure for appointing this 
committee. This committee shall present to the Board of 
Direction, on or before the first day of October next ensuing, 
a list of nominees for the offices to be filled at the next Annual 
Election. The nominees shall be so chosen as to provide, with 
the officers holding over, a Vice-President and six Directors 
residing in District No. 1, and 12 Directors divided equally, with 
regard to number and residence, among the remaining districts, 
Nos. 2, 3. 4, 5, 6and 7. 

“Sec. 3. Directly after the first of October the aforesaid list 
of nominees shall be mailed to every Cotporate Member whose 
address is known, provided that if any person shall be found 
by the Board of Direction to be ineligib.e for the office for 
which he is nominated, or should a nominee decline such nom- 
ination, his name shall not be sent out, but the Board shall sub- 
stitute another name therefor. The Board shall also fill any 
vacancies that may occur in this list of nominees up to the 
time the ballots are sent out.’ Vacancies must be so filled as to 
preserve the geographical distribution of officers prescribed in 
Section 2 of this article. 

“Sec. 4. Atany time before the first day of December, an 


10 or more Corporate Members may send to the Secretary addj- 





tional nominations, signed by such members; but nominations 
so made must comply with Section 2 of this article, regarding 
the distribution of nominees among the several districts. 

**5. At least 30 days before the Annual Meeting, there shall 
be mailed to every Corporate Member whuse address is known 
a letter-ballot with envelopes for voting. This ballot shall in- 
clude.all the nominations made in accordance with this article. 
The names and residences of the nominees, their grades of 
membership. and, in the case of nominees for Directors. the 
number of the district in which they reside. shall be given, 
The names of the nominees for any one office shall be arranged 
alphabetically without distinguishing marks ot any kind other 
than the designations named herein. 

“‘Voters may erase names from the printed ballot list and 
may substitute the name or names of any other person or persons 
eligible for any office. -But the number of names for each office 
on the ballot voted must not exceed the number to be elected at 
that time to such office, and the vote must be for the proper 
number of officers resident in each of the seven districts. Bal- 
lots not complying with these provisions shall be rejected. 

“Directions in accordance with these provisions shall be 
issued with the ballots. 

“6 Ballots may be sent by mail to the Secretary, or may be 
presented to him at the Society House. They must be enclosed 
in two sealed envelopes, and the outer envelope shall be en- 
dorsed by the voter’s signature. 

‘“The Secretary shall make from the signatures on the outer 
envelopes a list of the voters from whom ballots are received, 
which list shall be open to inspection by all Corporate Mem- 
bers. A voter may withdraw his ballot, and may substitute 
another, at any time before the polls close. 

“7, The polls shall be closed at 12 o’clock, noon, on the first 
day of the Annual Meeting. and the ballots shall. be canvassed 
paey by tellers, who shall be appointed by the presiding 
officer. 

‘The persons of each district, who shall receive the highest 
number of votes for the office for which they are candidates 
shall be declared elected. 

‘‘In case of a tie between two or more candidates for the 
same office, the Annual Meeting shall elect the officer from 
among the candidates so tied. 

“The presiding officer shall announce to the meeting the 
names of the officers elected, in accordance with this section.” 

It is proper that the Committee should refer to these 
amendments in detail, and state briefly the reasons for its 
action. 

Art. ITI., See. 5 The only important change recom- 
mended to this section is the requirement that ballots on 
reconsideration of rejected applications for membership, 
must be signed by voters. 

The fact that worthy engineers have been kept out of 
the Society by the votes of a few members actuated bv 
personal and unworthy considerations is known and deeply 
regretted by all who have the welfare of the Society at 
heart. While it is of the greatest importance that every 
proper precaution against the admission of unworthy per- 
sons should be provided in the Constitution, and while as 
a means to this end the secret ballot has much to recom- 
mend it, the fact is clear that it may be, and in not a few 
cases has, been abused, to the detriment and discredit of 
the Society.. 

There has never been a time in the history of the Soci- 
ety when the character and standing, both personal and 
professional, of applicants is so carefully and rigidly in- 
vestigated by the Board of Direction as now, and there is 
good reason to believe that there will be no relax tion 
in this regard in the future. Every member of every 
grade is offered ample opportunity, through the Blue- 
List notices, to make known to the Board of Direction 
any facts or reasons he may be in possession of affecting 
the character and professional standing of every applicant. 

If the applicant is rejected upon the first ballot, and a 
request for a reconsideration is made, every member is 
again notified and asked to comumnicate to the Board and 
facts or reasons for or against the applicant. Every mem- 
ber is thus given another opportunity to be heard upon 
every application for reconsideration, and the Board has 
never failed to reject an application where satisfactory 
evidence has been offered that the applicant 1s unworthy. 

It seems to the Committee that in the case of the sec- 
ond ballot, after the Board has, in the light of all the 
facts obtainable, twice investigated the character and pro- 
fessional standing of an applicant and decided that there 
is no substantial reason for rejection, it is desirable that 
the secret ballot should be dispensed with. The Society 
cannot afford to be placed in the light of providing, 
through a secret ballot, the protection from behind which 
members actuated by unworthy motives may pursue the 
method of warfare commonly known as ‘‘bushwhacking,’’ 
and condemned by all civilized people. 

There will. of course, be honest differences of opinion 
as to whether an applicant is entitled to membership in 
the Society, and the right to vote against admission 
should not be abridged; but it is believed that membe1s 
who are actuated by proper and worthy motives will not 
object, when voting on this second ballot, to placing 
themselves on record by signing their ballot. 


ARTICLE VII. 


The Committee has regarded the subject of the nomina- 
tion of officers for the Society as the most important 
matter referred to it, and has given to it the most careful 
consideration. 

The first question considered was whether, unde: Reso- 
lution 5, adopted at the Annual Convention in 1894, and 
quoted above, the Committee should restrict its action to 
the plan of making nominations referred to therein. In- 
asmuch as the member who offered this resolution stated 
to the meeting before the vote on it was taken that it was 
not intended to restrict the action of the Committee, but 
only to express the views of those present at that meeting, 
the Committee felt authorized to conside: other plans for 
nominating officers, and to 1epoit to the Society that plan 
which, in view of all the conditions to be met, seemed 
likely to prove most satisfactory in use. Therefore, a num- 
ber of plans proposed by membets of the Society includ- 
ing the three brought to the attention of the Annual Con- 
vention of 1894, were carefully considered. The plan 
which the Committee recommends tothe Society differs 
from that now in use in the following particulars: 

First.—It makes the division of the territory occupied 
by the membership into seven geographical districts a 
constitutional provision, and divides the non-resident 
members of the Board of Direction equally among the six 
non-resident districts. 

Second.—It increases the number of elective members 
of the Nominating Committee from seven to fourteen, 
and makes the term of service two yeats, seven members 
being elected each year. 

Third.—It empowers the Board of Direction to prescribe 
the mode of procedure in the election of members of the 
Nominating Committee. The considerations that bave 
influenced the Committee in its action on this subject 
may be briefly stated as follows: 

Ist. The most serious obstacle to the most satisfactory 
working of any plan for nominating officers is the fact 
that the members of the Society do not take an active 
interest in the matte. This is shown by the fact that let- 
ters sent out by the Secretary, or by nominating commit- 
tees, asking for suggestions relating to nominations ate 
answered by a very small percentage of the membership. 
This fact has largely influenced the Committee against 
any plan of making nominations dependent for its initia- 
tion or carrying out on replies by mail to circular letters; 
and while such circulars and replies are of value as aux- 





iliaries, it would be unwise to limit the method of nom- 
inating officrs to such a plan. 

2d. The Committee believes that nominations for 
officers should be made by the direct representatives of 
the membership at large. This accords with the spirit of 
American institutions, and places the tesponsibility for 
the government of the Society directly in the hands of 
the membership. 

3d. For the same reason, the Nominating Committee 
should be appointed at the Annual Convention, which is 
more representative in character than the annual or any 
other meeting of the Society. 

The holding of the convention in a different locality 
each year, and the large number of members usually in 
attendance, brings them closely in touch with the govern- 
ment of the Society, and affords the only opportunity that 
many of them have of taking part personally in the man- 
agement of the Society’s affairs. 

4th. The provision that each of the six non-resident 
districts shall be 1epresented by two Directors resident 
in that district will, in addition to securing a satisfactory 
geographical distribution of the Board of Direction, tend, 
we believe, to greatly increase the interest of the mem- 
bership in the nomination and election of officers of the 
Society. It will bring the matter nearer home to every 
member, and will enable him to assist in selecting at 
least two of the Directots from among those he probably 
knows best, either personally, ot by reputation. This pro- 
vision does not change the number of members of the 


Board, nor alter the number or status of Resident 
Directors. 
5th. It is desirable that the Nominating Committee 


should be large enough so that its meetings will likely 
be attended by a considerable number of members, as its 
action is likely to be more representative and satisfactory 
than when only a few are in attendance and make the 
nominations. The amendments now offered provide for a 
committee of 14, appointed by the convention, and the 
five living Past Presidents of the Society, 19 in all. 

6th. It is thought desirable that the members of the 
Nominating Committee should serve more than one yeat. 
As officers of the Society cannot serve on the Committee, 
it will often happen that a member appointed on this 
Committee will have had neither much experience in the 
affairs of the Society, nor a large acquaintance with its 
members, and he will feel at a loss to act intelligently. 
The experience he will gain in the first year’s service 
will be of value, both to himself and to the Society, in 
making the nominations for the second year. At the same 
time, the term of service would be short enough to insure 
that the Nominating Committee will remain in close 
touch with the populer element in the Society. The 
Committee has designated two years as the term of ser- 
vice. 

7th. Itis hardly usual, nor would it be wise, in the 
opinion of the Committee, to prescribe in the Constitu- 
tion full details for the appointment of the Nominating 
Committee. If, through change of conditions, 01 of opin- 
ion among the membersaip, it should become desirable 
to alter such details, it could only be done by amending 
the Constitution. It is, therefore, thought best to leave the 
details of the manner of procedure in electing the Nomi- 
nating Committee to the Board of Direction. 

The Conimittee on Units of Measurements reported pro- 
gress and was continued. 


The Committee on Uniform Methods of Testing Mate- 
rials, etc., made a final report and was discharged. The 
report was signed by Messrs. Burr, Dagron, R. W. Hunt 
and Seaman. Mr. Percival Roberts, Jr., made a minority 
report. The Committee is of the opinion that standard 
specifications should be general to meet the requirements 
of usual conditions and to lead to more nearly uniform 
practice in shops and mills, at the same time leaving the 
engineer free to meet special needs. Inthe matter of 
cast iton a transverse test is recommended, being the 
loading of the specimen with 2,000 lbs. or moie, the spec- 
imen being 27 inches long resting flatwise on supports 
24 inches apart and being itself 2in.x lin. In the case 
of wrought iron the Committee 1ecommends that the 
expression ‘‘electric limit’’ be confined in use to its orig- 
inal meaning, and the committee confines itself to the ex- 
pression ‘‘yield point’’ in practical testing. It recom- 
mends a minimum gaged length of 8 inches in general 
with not less than 12 inches between shoulders or between 
the jaws of the machine; but the gaged length shall in 
no case be less than four times the greatest diameter of 
the test piece and the minimum thickness shall be 4 
inch. The sectional area shall not be less than one-half 
a square inch. It is recommended that bending tests be 
continued and made rapid with pressure rather than blows; 
but the nicked bending or fracture, test is not recom- 
mended. 

The methods of testing wrought iron may in general be 
applied to rolled steel with a quenching test in addition. 
The drifting test is not recommended nor the annealing 
test except for full sized eye-bars. Certain requirements 
are laid down for ultimate strength, etc , both for wrought 
iron and steel; but as we do not know precisely how 
much of this matter we are at liberty to print we omit 
them. For steel castings a tension test is recommended 
with also certain requirements. 

Mr. Roberts does not think it desirable to recommend 
any definite set of specifications; therefore he enters into 
no dicusssion of the recommendations of the rest of the 
comumnittee. 

A good deal of discussion resulted from the presentation 
of this report, the upshot of it being that it was received 
and the committee discharged and that nobody knows 
precisely what will be done with it. We should suppose, 
however, that arrangements will be made for the presen- 
tation of the report at one of the regular monthly meet- 
ings and for full opportunity for its discussion. 

After the close of the afternoon meeting the new Board 
met for otganization, and in the evening a jolly, hand- 
some and well attended reception was given by the resi- 
dent members at the Waldorf Hotel. 

On Thursday an excursion was made to Willett’s Point 
where the work of the Engineer School of Instruction 
was looked into, torpedoes were exploded, the great mag- 
net was exhibited and altogether a number of interesting 
things were seen. The chief point of such an excursion, 
however, is the chance for talk, and in this respect it 
was doubtless a great success. In the evening the mem- 
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bers and their friends assembled to listen to an address 
by Mr. Charles E. Emery, on the ‘‘Utilization of the 
Forces of Nature,’’ which was excellently illustrated by 
lantern slides. 


Locomotive Boiler Efficiency. 


Between 1885 and 1890, M. A. Henty, one of the prin- 
cipal engineers of the Paris, Lyons & Meditesranean 
Railroad, examined carefully the action of fires in loco- 
motive fireboxes. These experiments were published in 
the Annales aes Mines and in the Railroad Gazette of July 
4, 1890. In 1892 M. George Marié continued the work 
started by M. Henry and gave the results in the Azmnales 
des Mines. These results are now given in a separate 
publication entitled‘‘Etude Expérimentale de la Vapori- 
sation dans les Chaudiéres de Locomotives,’’ published 
‘by Vve Ch. Dunod & P. Vicq, Paris. 
It is impossible to give the full text of this long and 
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Exposed area of heating surface in the firebox: 
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Heating surface of the interior of the tubes: 
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The dimensions of the openings at a@ and 3, Figs. 2, 
3 and 4, are as follows: 
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Fig. 3. 
Figs. 1 to 6.—Construction of the Different Fireboxes; Ends of the Vacuum Tubes in Figs. 
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varied. The registering apparatus is not shown. This 
air thermometer also served to ring a bell to notify the 
fireman that the temperature of the smokebox was low, 
and that it was time to put on more coal. The construc- 
tion of this air thermometer is shown by Fig. 7. There 
is a coil of pipe containing air at C, in the smokebox, 
one end of which is connected with a mercurial mano- 
meter with a float asshown. See Fig. 7 at Z, /, G, H,/, 
K,D and C. The electrical connections are also shown. 
To get the composition of the gases in the smokebox 
was found to be impracticable as they were so imperfectly 
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Fig. 4. 


5 and 6. 

























































































Fug. 8. 
Arrangement of the Pyrometers and Calorimeters. 


valuable report, but we give a synopsis of the more im- } 
portant conclusions and a general account of the tests. 

The boiler used in these experiments is shown in Fig. 
1. The service steam pressure is 142 pounds per squate 
inch, Inthe tests the pressure was held constant; the 
feed water was supplied by an injector. The shell was 
made up of rings, as will be seen from the illustration, 
in such a way that the tubes could be varied in length. 

The illustration shows the boiler wken the tubes are 
23 ft. long. In addition to the tests with the plain fire- 
box the brick arches and the Tenbrink water arch, shown 
in Figs, 2, 3, and 4, were tried. The Tenbrink device, 
shown by Fig. 4, has the dimensions that have been used 
by the Compagnie d’Orléans. 

The following table gives the principal dimensions of 
the trial boiler: 


Number of brass tubes 
SPURMITIE OR SEITION CURIE i onic ccewasscnsapeeccnd seve 
rs a inside 

openings without 
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1.% inches 
1x1 = 
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ferrules 
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During the firing with these tests air was admitted 
above the fire through the fire door. The vacuum in the 
ash pan and in the smokebox were both measured by 
water manometers. The ends of the pipes leading to 
the instruments are shown in Figs, 5 and 6, and the loca- 
tions of the pipes are shown in Figs. 1 and la. 

The temperatures of the smokebox were measured by 
a mercurial thermometer when the tubes were long. With 
the shorter tubes, the smokebox temperatures being higher 
a Salleron pyrometer was used. As shown by Fig. 7, this 
consists of a small mass of metal 4, that is heated by the 
gases and allowed to fall into a calorimeter 4, con- 
taining a known amount of water at a given temperature. 
In this way data enough is collected to permit the calcu- 
lation of the temperature of the mass of metal, aud this 
is taken as the temperatures of the smokebox 

An air thermometer was used for indicating the varia- 
tions of the temperature. Its indications were not as 
reliable as the other devices, but it served well the use- 
ful purpose of showing the vatiations of temperatuie, and 





permitting the registration of those vatiations as the fires 
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Fig. 7. 


mixed, and, therefore, an enlargement was made 
in the smokestack, at Y and C, Fig. 1, and a 
mixer was put in as shown. The other detail: 
of the apparatus for the analysis of the gases 
are given inthe report, but are too long to be 
given here. 

The dryness of the steam was measuted bya 
condensing calorimeter, which is shown at 4, 
B, Cand DP, Fig. 8. The ashes left in the firebox 
and the heating power of the fuel were deter- 
mined. The records were taken with several lengths of 
tubes, with the different arches in the firebox and with a 
smokebox vacuum of 1.0, 1.77 and 2.95 inches of water. 
To get as nearly as possible a constant fuel a uniform 
briquette was chosen. The tubes and the boiler were 
kept as clean as possible during the tests. 

Preliminary tests were made to learn the best thickness 
of the fire on the grates, and the best size of the fuel to 
use so as to get a uniform fire well suited to the experi- 
ments. A standard thickness of fire was adopted for each 
different condition, and during each test the fire was kept 
ata uniform thickness. It was found that the temperature 
of the smokebox dropped just after firing, and then rose 
to a maximum and then dropped again. This second drop 
was taken as time to fire again, and announced by the 
electric bell shown in the illustrations. 

The tests were organized with such care that the results 
duplicated each other. It was found that the method of 
firing that was adopted was that which gave the best re- 
sults in practice. The table shows the thickness of fire 
used with the different lengths of tubes. 
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Thickness of Fire with Different Blasts. 





lenyot Tubes. 


eet. Inches of Thickness. 
Vacuum, 1.0 in. 1.77 ins. 2.95 ins. 

Raiakn Atwaaaeee ce $7 8.4 11.7 
| AP AAS Be ees 5.9 8.7 11.9 
i Gitenguescstecedns 65 9.1 12.4 
Ae xade nde ninagurtna Z.3 9.5 13.0 
pS RCT eee ae 1.9 10.3 13.7 
Pitiie tees s vasedcevce 8.9 11.4 14.6 
MS as 5\ aii wsaca sieinoserpiatoon 10.0 12.6 15.8 


Figs. 9, 10, 11 and 12 show the combustib!e burned pe1 
hour. Figs. 13, 14, 15 and 16 show the water evaporated 
per hour. Figs. 17, 18, 19 and 20 show the water evapor- 
ated per pound of fuel used. Figs. 21, 22, 23 and 24 show 
the temperature of the smokebox. The report also con- 
tains diagrams showing results with tubes having wings 
like the Serve tube. 

Some of the conclusions of the report are as follows: 

The rate of combustion is less with the arches in the 
firebox than without them. This is as true with the Ten- 
brink water arch as with the brick arches. The reduction 
is greatest with the long brick arch, and about the same 
with the short brick arch as with the Tenbrink. 

The rate of combustion increases as the length of the 


Fre. 9. 






that as the tubes are shortened the friction of the gases 
in the tubes is decreased with the result that the activity 
of the combustion is increased, and the power of the 
boile: is made gieater. On the othe: hand, as the tubes 
are shortened, the heating surface is less, and this reduces 
the efficiency. The loss of efficiency is very great when 
the tubes are very short, and then it overcemes the gain 
due to the greater rate of combustion. 

The vacuum affects the power of the boiler in the same 






















way as it affects the rate of combustion. | 
‘lhe entrained water was found to be so little that it | 
was vot taken into account. It was scarcely measurable. | 
The long brick arch increases the efficiency more as the 
tubes are shortened and the vacuum is greater. The short 
brick arch has the same general effect, but toa less de- 


gree. The Tenbrink arch has the same effect as the long 


arch on the efficiency. 

The efficiency decreases as the tubes ate shortened, and 
for very short lengths the decrease is greater. 
shown by the Giagrams. 

The efficiency decteases as the vacuum increases, and 
this decrease grows greater as the tubes are more and 
Fig. 17 
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13.1 to 14.8 feet give more power and greater efficiency 
than the common plain firebox. The Tenbrink is a little 
better than the brick arch, but with larze fireboxes the 
inconveniences balance the advantages. 

Tubes of a length from 13.1 to 14.8 feet are preferred 
as they give the maximum power with a reasonable 
economy. When greater weight is needed than is obtained 
with these lengths of tubes, it is better to get the increase 
in some other way than by lengthening the tubes. The 
length of the tubes should never be less than 13.1 feet if 
it can be avoided, and should not be made as short as 
9.85, as with that length there is a loss of efficiency of 15 
per cent. 

The influence of the vacuum is so great that one should 
use every effort to increase it, and to give to it as wide a 
variation as possible without increasing too much the 
back pressure in the cylinders. 

The number of the tubes should be increased as much 
as possible so as to gain in power and efficiency. 

The accounts ot these experiments contains the results 
of tests with tubes having interior wings, such as the 
Serve tube, but for the work done with locomotives in 
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Water evaporated per pound of fuel used; the Efficiency. 
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Water evaporated per hour. 
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Average temperature of the smokebox. 


Diagrams A, B, C and D are with the plain firebox, the short brick arch, the long brick arch and the Tenbrink water arch respectively. 


Lines marked 1, 2 


tubes diminishes. The increase varies from 11 to 19 per 
cent. It is about 15 per cent. when the tubes are short- 
ened from 16.4 to 9.85 feet. The increase of the rate is 
less when the blast is strong. 

The rate of combustion increases rapidly as the blast is 
increased. A decrease of the vacuum from 1.77 to 1.0 
inches decreased the rate from 25 to 31 per cent., accoid- 
ing to the type of the firebox and the length of the tubes. 
The rate of combustion increased from 27 to 33 per cent. 
when the vacuum increased from 1.77 to 2.95 inches of 
water. 

The long brick arch diminishes the steaming power 
always, but to a greater extent with the longer tubes. The 
shoit arch diminishes the rate for the long tubes, but in- 
creases it for the short tubes. The point where there is 
a change from an increase to a decrease is when the tubes 
ate about 13.5 feet long. 

The Tenbrink arch acts like the short brick arch, but 
the effect is greater. The point of change with this arch 
is when the tubes are 16.4 feet long. With tubes less than 
this in length, this arch increases the power of the boiler. 
With shoit tubes this arch increases the power of the 
boiler about 3 to 5 percent. with a vacuum of 1.77 inches. 

The power of the boiler increases as the tubes are 
shortened, and reaches a maximum when the tubes are 
between 13.1 and 14.8 feet long. Below these lengths the 
power of the boile: is less. This is explained by the fact 





more shottened. The influence of the vacuum on the 
efficiency is greater with the plain firebox than when the 
brick arch is used, and is greater with the short arch than 
with the long arch or Tenbrink. 

The use of the brick arch or the Tenbrink always re- 
duces the temperature of the smokebox. The effect of 
the long arch and the Tenbrink are about the same, and 
they decrease the temperature from 4 to 6 per cent. The 
short arch reduces it from 1 to 3 per cent. 

The temperature of the smokebox increases as the tubes 
are shortened. When the tubes are shortened from 16.4 


to 9.85 ft. the increase is from 40 to 50 per cent. This 
increase is greater when the vacuum is higher. 
The temperature increases as the vacuum is made 


higher, and rises about 20 per cent. when the vacuum is 
increased from 1.0 to 2.95 inches; the greatest rise is with 
the shortest tubes. 

For the same firebox, and for the same vacuum, the 
plugging of a number of the tubes does not change the 
efficiency of the boiler, but diminishes the power about 
in proportion to the reduction of the number of tubes. 
Some of the conclusions about boiler design are as 
follows: 

The maximum power of the boiler being of the greatest 
importance, it should be sought for most. 

It is best to have a large grate surface, and the short 
brick atch or the Tenbrink. These arches with tubes from 





and 3 give the results with a vacuum of 1 inch, 1.77 inches and 2.95 inches respectively, 


this country, tubes of that kind ate hardly practicable, 
and the results are not given here. 
Further remarks about these tests will be found in the 


editorial columns. 


The International Railway Congress. 





The date of the International Railway Congress is now 
fixed, and the outline of the arrangements is as follows: 

The formal opening of the Congress will be at the 
Imperial Institute by the Prince of Wales on Wednesday, 
June 26th, at 3p. m. On Thursday morning, parties will 
start for a three or four days’ visit to points of railroad 
interest, chiefly in the center of England and in Lanca- 
shire; they will probably get back some time on Sunday. 
The whole of the next week, except Wednesday and Sat- 
urday afternoons, will be devoted to discussions, Wednes- 
day afternoon there will be visits to points of railroad 
interest in London; Saturday afternoon there will be 
pleasure excursions—some of them perhaps lasting into 
Sunday. Monday, July 8th, and Tuesday, the 9th, will be 
also devoted to discussions, the closing session of the Con- 
gress taking place on the Tuesday evening. On Wednes- 
day morning parties will start for Scotland, more es- 
pecially the Forth Bridge, and perhaps for Ireland. 

In addition to the fixed excursions delegates to the 
Congress will have free passes over all the English rail- 
roads, and will be at liberty to go independently if they 
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please. The different railroad companies will, as far as 
possible, arrange for guides to show them over shops, 
freight yards, passenger stations, etc., etc. 

It is interesting to note that the last American ‘‘ad- 
herent’’ to the Congress is the Arizona & South Eastern. 
It is a great pity, also a business mistake that more of 
the big systems have not joined. 

A Pressed Steel Truck Bolster. 

In the 1893 report of the Proceedings of the Master Car 
Builders’ Association appears the results of some experi- 
ments to determine the strength under loads of truck 
bolsteis of various kinds. These were reprinted in the 
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shapes, this difficulty appears to have been successfully 
met. Whatever the depth at the end, a sufficient depth 
in the middle can be obtained, designing the whole beam 
on the best lines for carrying the load. The width can 
be easily varied by making the tie plates of the proper 
length. Thus this bolster can be readily made inter- 
changeable, and it would be apparently an easy matter to 
substitute it in repairs for a wooden bolster. The cost of 
1epairs would not be much greater in this substitution, 
and the metal bolster would doubtless last at least as long 
as the car. The bolster shown is riveted unde: hydraulic 
pressuie, insuring the filling of the 1iveted holes. 

The manufacturers claim that there is a positive advan 





seasoned timber, we would recommend the intro- 
duction of steel or wrought iron in place of green, 
unseasoned __ timber."’ The committee of 1894, 
returning to this subject, speaks of the Ametican cast- 
steel bolster truck as having practical features, and being 
worth the particular attention of the Association. 

It is probably not necessary to make any argument now 
as to the importance of a boister stiff enough to keep the 
load off the side bearings, but the following recent ex- 
periment emphasizes the point. It was made by a Super- 
intendent of Motive Power of a prominent railroad. He 
had a train of 20 loaded freight cars hauled at a given 
speed on slight up grade. Coming to a curve the train 



































Wood {Bolster Trussed Outside of Side-Bearings; for lron Body- 
Bolster. 
Capacity of Car 4o,000 lbs. 


Load. Deflection. 
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Wood Bolster Trussed Inside of Side-Bearings ; for Wooden 


Body-Bolster. 
Capacity of Car qgo,ooo lbs. 












































Permanent Set. Load. Deflection. Permanent Set. 
in. lbs. in. in. 
0 20,500 §-32 
1-16 22,000 7-32 1-32 
3-32 25,000 5-16 1-16 
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Combination Bolster (2 1-2 ineh Iron Plates)jfor lron’Body- 


Bolster. 
Capacity of§Car go,000 lbs, ! 


Deflection. 











All Wood Bolster; for Wooden Body-Bolster. 


Capacity of Car go,ooo lbs, 












































Rigid Truck Bolster. Car of 50,000 Ibs. capacity, in service two years. 





























Load. Deflection. Permanent Set. 
lbs. in. in. 
. . 20,500 7-32 1-32 
«Permanent Set. 22,000 §-32 1-16 
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A. A. Springs: Inner Coil 2-2 inch Permanent Set. 


Load. Deflection. 


in. 
25,000 13-8 


Railroad Gazette of June 23 of that year, but we show 
them again in this issue, in order to show with them the 
results of tests of a steel] bolster which has recently been 
brought out under the name of the Diamond pressed steel 
bolster. The loads, deflections and permanent sets of the 
various bolsters are shown with the engravings. With 
the Diamond bolster appear two sets of results, one set 
from tests made by the manufacturers, the Schoen Mfg. 
Co., the other from tests made by the R. W. Hunt Co. 
It will be seen that of the bolsters tested by the Master 
Car Builders’ Committee only two sustained a load of 
25,000 lbs. without permanent set, but from an engineer- 
ing standpoint a truck bolster should be capable of carry- 
ing about three tines the load that it is rated to carry. 
The two bolsters which stood the tests without permanent 
set are combination bolsters; that is, wooden bolsters re- 
enforced with iron plates. This, however, does not appear 
to be a theoretically satisfactory arrangement, fo1 such a 
combination will be at its best only while it is new, and 
will begin to deteriorate from the time it is put in service. 
Its duty depends upon all the bolts remaining tight, but 
obviously the wood, however well seasoned, will begin 
at once to shrink, and the bolts will begin to get loose. 
This weakness will, of course, not appear in a_ bolster 
made entirely of metal. Perhaps the best answer that 
we can make to those who will suggest that the rivets 
will work loose is the testimony that we have received 
within a few days froma Superintendent of Motive Power 
with regard to pressed steel trucks, which he has used 


pretty extensively, and for some years. He says that in‘ 


two years not a cent has been spent on those trucks. 

The Diamond truck bolster shown in tae engraving is 
made of steel channels deeper in the middle than at the 
ends, It can be made to save from 300 to 500 lbs. of weight 
per car, as compated with the combination bolster, and 
the manufacturers say that it can be furnished for little if 
anything above the cost of the trussed or composite 
bolster. 

In the design of the bolster here illustrated for the first 
time it has been the purpose to so construct it that it will 
interchange with any standard without material expense. 
In commov practice wooden bolsters for diamond 
trucks are reduced to six or seven inches in depth 
at the ends, and at the center are about 12 inches 
deep, or more, when trussed. The depth at the end would 
regulate that in the middle, in using a rolled section, but 
six or seven inches depth in the middle would not give 
enough strength without an excessive quantity of mate- 
ria]. But with the advance in the art of pressing irregular 





Permanent Set. 
in. Load, 


11-4 Ibs. 





Combination Trussed Bolster. Two 3-4 inch plates, 6 1-2 inches wide. Two 
Truss Rods, 11 1-8 inches diameter. 


Capacity of Car, 60,000 lbs, 











The Diamond Pressed Steel Bolster, 
Capacity of car, 60,000 lbs, 


TEST BY MAKERS, 


Load, Deflection. Permanent Set. 
Ibs. in. in. 
26,000 .00 -00 
46.800 .08 CO 
55,900 mh | -00 
65.000 .14 00 
75,400 16 00 
85,800 19 00 
94,900 Py | .00 
100,100 .24 .00 
110,500 .25 .00 
120.900 .30 -00 
124,800 34 00 
136 500 40 00 


tage in making the bolster in several pieces, as shown. 
For instance, if a center plate becomes distorted, it can 
be replaced for about $1, the column guides can be re 
placed for about 20 cents each, and so of other parts. 

It is a fact that engineers almost universally use mild 
steel in bridge construction. The functions of a car bol- 
ster are much the same, as both must withstand shocks; 
and it would appear that the introduction of mild steel 
bolsters was a movement in the direction of economy 
and safety. 

The M. C. B. committee of 1893 arrived at the conclu- 
sion that with the bolsters tested the deflection ‘‘was of 
an extent to cause us to decide that none of them had any 
factor of safety whatever and allow of free curving of 
the truck,’’? and further, the committee says that there 
was a general ‘‘expression that it is very important that 
truck bolsters be constructed with a view to securing a 
greater factor of safety, and many freely stated that they 
found more defects in bolsters of freight trucks than in 
any other item of the truck.’? The committee also says: 
‘‘The committee made a personal inspection of 61 differ- 
ent styles and makes of freight trucks largely composed 
of wood transoms and bolsters, and every truck was more 
or less defective on account of the parts shrinking, caus- 
ing loose bolts, and many other parts split, checked, 
cracked, splintered, worn away, warped, etc., and we 
therefore recommend that timber not thoroughly sea- 
soned is unfit for cat truck construction to produce 





economical results; and as builders cannot use 


Deflection. Permanent Sot. 
in. in. 
1-32 0 
3-32 0 
1-8 0 
9-64 0 

TEST BY R. W. HUNT COMPANY. 
Load Deflection. Permanent Set, 
Ibs. in. in. 

26,000 .02 _ 

36,400 04 

46,800 09 

55,900 11 

65,000 12 

75.400 15 — 
85,800 19 —_— 
94,900 21 _ 
100,000 23 

105 800 25 — 
110,300 27 _ 
114.400 27 - 
120,900 31 

124 809 37 _— 
130.000 44 
136,500 46 - 
143,00 Bf 40 
149.500 2 2 
156,000 117 7 
162,500 1.95 Lao 


came toa standstill. He then dropped off one car and 
backed the train, and made a fresh start. It again came 
to a standstill at the curve. He dropped off another car, 
and again made the effort as before, and tailed to get 
aroundthe curve. He then dropped off the third car, and 
this time succeeded in getting around the curve. He 
then took a train of empty cars, aggregating the same 
number of tons hauled as did the 20 loaded cars, and 
somewhat to his surprise, he found that the engine hauled 
them around the curve; knowing, as he did, that it was 
impossible to haul the same number of tons of empty 
cars as it was of loaded cars, for reasons that ate obvious, 
viz.: the extra friction on account of having double or 
treble the number of journal beatings, and the extra fric- 
tion of wheel flanges against the rail occasioned by the 
extra numbei of cars. He then set to work to ascertain the 
cause of his being able to do what had heretofore been con. 
sidered impossible, and found upon investigation that he 
had more friction on the 20 cars than he had on the load 
of empties, because they were all down hard on the side 
bearings, and in getting around the curve, of course, the 
body and truck would be out of line for the moment, and 
the side bearings had to move on each other, and this 
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movement was retarded because of the several tons load 
possibly on each side bearing, proving thereby, appar- 
ently, that if the bolsters of a car are sufficiently strong 
under all circumstances to keep the body and truck side 
bearings apart, a much greater load can be hauled. In 
this case it appeared to be a difference of three loaded 
cars in a train of 20. 

This experiment, taken in connection with the illus- 
trations of average bolsters, seems to point conclusively 
to the fact that the cars now in use are nearly all down 





Bolster. 


The Diamond Pressed Steel 
Made by THE SCHOEN MANUFACTURING Co., Piltsburgh. 


on the side bearings when loaded after being in service 
a comparatively short time. 

We are informed that the company is meeting with con- 
siderable success in the introduction of the Diamond 
pressed steel Lolster. 








Rating Train Loads by Weight. 











The reader will remember an interesting report on this 
subject printed in the Raztlroad Gazette of January 4. 
Among the railroads that have lately experimented in this 
direction is the Pittsburg, Cincinnati, Chicago & St. Louis, 
and the Superintendent of the Pittsburgh division, Mr. J. 
J. Turner, has favored us with a copy of a table, shown 
herewith, which has been issued for use in loading freight 
engines on his division, prepared after making 12 tests 
with one of the company’s class ‘‘R’’ locomotives ona 
5-mile grade. 

These experiments were made by a committee consist- 
ing of Messrs. H. F. Bickell, R. E. McCarty, A. Menden- 
hall and C. B. McCormick, and they occupied parts of 
three days. The weather was dry and fair on each of 
the three days and the temperature moderate, so that the 
results would afford a good basis fot loading engines in 
summer as well as winter. There was no wind. The 
principal results are shown in the following table: 


TESTS OF FREIGHT ENGINE NO. 163 (CLASS R).—COL- 
LIERS, PA , TO DINSMORE, PA.—Diéstance, 5.7 miles; ruling 
grade, ascending, 1 per cent. e 

Weight. Tons. 

Lad- Time 

Car.| ing. Total mins, 
225.9 468.5 694.4) 35 
416 7 263.2 679.9) 33 
659.7) .... | 659.7) 34 
| 696.7; .... | 696.7} 49 








Cars. 





Test pate and Hour. 
No. Ee See N's Loaded Empty. 
2 |Dec. 13 11.05 a.m. 16 0 

7 Dec. 14, 10 08 a.m. 10 19 
0 
9 


10 Dec. 14. 3.15 p.m. 0 46 
12 Dec. 15, 10.31 a.m. 0 59 








The precise distance from Colliers to Dinsmore is 5.7 
miles, and the total ascent is 264 ft., equal to an average 
of 46.3 ft. per mile. Starting from Colliers the grade to 





Paris Road, about one mile, is 14.7 ft. per mile; thence to 





hour. Tests 4, 5, 6 8 and 9 were made with vatying pro- 
portions of loaded and empty cars. In test No. 10 the 
whole train was made up of box cats, and in test No. 12 
all were gondolas. 

The third test, the main points of which we have just 
given, tends to confirm the theory that an engine can 
haul a greater number of tons in a few vehicles than it 
can in a larger number. A comparison of the second test 
with test No. 12 might at first seem to indicate the oppo- 
site, as.the 59-cars“ weighed more than the 16 cars and 
their loads. While[this, however, 
can be explained so as not to do vio- 
lence to a reasonable theory, still it 
helps to make plain how it is [that 
sometimes a perfectly sound theory 
gets buried out of sight. In the first 
place, the time consumed with the 
train of empty cars was 40 per cent. 
greater than that taken in test No. 2; 
and in the second place, the curves 
on that part of the toad where this 
test was made are so frequent and so 
sharp, and the tangents are so short, 
that the resistance due to curvature, 
as well as thut due to other inequali- 
ties, or unfavorable circumstances in 
the track, never get a chance to 
affect 1ong trains all at once, 
whereas the short train migkt be. 
and was, wholly upon a;sharp cutive at one time; and it 
is a fact that the train fin test No. 2 nearly stalled the 
engine on some of the curves, while, on the othe: hand, 
the speed of the train of empty cars was nearly uniform 
tkroughout the five miles. On a straight and perfect 
track, therefore, the engine could haul more than 679 tons 
of fully loaded cars, and probably baul them faster than 
it did the 59 empties, though the direct evidence of this 
must be looked for in tests 3and 10. It is to be hoped 
that Mr. Turner will straighten out some of the kinks in 
his track, and then give us some further tests. 

The table for rating engines has ‘now been in use for a 
month with considerable satisfaction. Where the actual 
weight of a car cannot be ascertained, estimated weights 
are used as follows: Refrigerator cars, empty, 23 tons, 
loaded 36 tons; anthracite coal (lading) 30 tons a car; live 
stock 15 tons; merchandise 10 tons. 

The committee recommended that conductors should 
not only know the weights of carsand lading in their 
trains, and report the same to the yard master at the end 
of their trips, but should also compute the number of 
cars which it would be necessary to detach at that point 
to reduce the train to the right size for the next division 
(at places where such reduction usually is necessary). 





The Page Car. 

[WITH AN INSET.] 
Descriptive.—Simplicity, strength and conformity to 
the recognized standards, as far as general efficiency would 
admit, was foremost in the mind of the inventor when he 
designed the Page car. He aimed at a design that would 
admit of the most common construction of truck, draw- 
bar, brake and car body, while providing strong tipping 
boxes for carrying the load perfectly secured against 
dumping when loaded ; which could be 1eadily unlocked 
and could be unloaded and restored for loading by a di- 

rect manual lift. 

Six boxes carry the load, and by means of a toggle joint 











PITTSBURGH, CINCINNATI, CHICAGO & ST. LOUIS RAILWAY; RATING OF FREIGHT ENGINE LOADS. 
Tons of 2,000 Ibs. 





Between 
Collier & Dennison, 2. 


Between 
Pittsburg & Collier, }. 


_ Between 
Dennison & Newark, *. 


Newark to Columbus, *./Columbus to Newark. 5. 





Class of Engines. Class of Engines. 


Class of Engines. 


Class of Engines. Classof Engines. 
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wee] 900 625 | 575 | 425 | 950 | 850 775 | 650 1400 | 1250 | 1150 | 950 1000 | 900 | 825. 625 | 900 | 87. 750 | 600 
B.. 670 595 545 | 395 920 | 820 | 745 620 1370 | 1220 | 1120 920 970 870 | 795 595 | 870 | 845 720 | . 570 
C.. 640 565 515 | 365 890 7 715 590 1340 | 1190 | 1090 890 940 840 | 765 | 565 3840 | 815 690 540 
Di. 610 |) 535 485 | 335 | 860 760 685 | 560 | 1310 | 1160 1060 860 910 810 735 810 | 785 ‘| 660 510 
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1, Grade 52.8 ft.per mile. *. Grade 40 ft. ®. Grade 26.41t. 4. Grade 47ft. 5, Grade 49 ft. The letters A, B. C, etc., indicate 


different conditions of weather. 











Bridge 33, about a mile further, it is undulating, part of 
the way 45.9 ft. and part 32.7 ft. From Bridge 33 neatly 
to Dinsmore it is 51.4, and then for a short distance at 
the end, 52.8 ft. The road is crooked. 

The engine used weighed 57% tons, of which 50% tons 
were on the drivers. The driving wheels were 50 in. in 
diameter, and the cylinders were 20 in.x24 in. The steam 
pressure was 140 lbs. per sq. in. Of the loaded cars used 
in the test, 20 contained more than their marked capacity, 
while two were not loaded up to their full capacity. 

In trial No. 1 the engine was loaded with about 950 
tons, and it was stalled at Bridge 33. Cars had to be taken 
off twice, so that test No. 2, the first shown above, was 
made with 16 cars. In test No. 3 three of the 16 loaded 
cais were taken off and eight empties put on, the gross 
weight remaining about the same, but the engine was 
stalled when it struck the 51 ft. grade, and a car was cut 
off. Two more attempts had to be made, a car being cut 
off each time, and Dinsmore was reached finally with 
13 loaded cais and five empties. The avérage speed to 





the point where the engine was stalled was 11 miles an 








connection they may be made to operate in pairs, dis- 
charging the load of a pair on opposite sides of the car at 
the same time. By removing the toggie joint connection 
each box may be operated separately. 

Each pair of boxes is enclosed in a casing consisting of 
an open frame work at the ends of the boxes to which the 
locking mechanism is fastened and doors hinged to the 
frames and adapted to close the outer sides of the boxes. 

The boxes are mounted on the outer sill of a car of 
ordinary length, the sill being placed at a suitable dis- 
tance from the center of the car. Each box is supported 
for its entire length on the leg of asteel angle bar, which 
is bolted centrally to the under side of it and which con- 
stitutes the axis on which it turns in dumping. ‘The axis 
is placed so that the loaded box will ove1-balance slightly 
to the outside of the car. A thin plate of metal inter- 
venes between axis and sill to prevent crush and wear 
of the timber. The axis ptojecting at each end of the box 
abuts against a cross-sill faced with iron, and is held in 
position by a trunion keeper fastened to the cross-sill, the 
pivotal connection being thus simple and strong. 





The boxes are secured in an upright position by gravity 
lock-levers, fixed to each end of a central shaft passing 
between the backs of the boxes just below the upper edge 
thereof. The lock-levers engage keepers fixed to each 
corner of the fox in such a way as to form a positive lock. 
The lock for both corners being fixed to the same shaft, 
raising one raises the other and both ends of the box are 
released simultaneously. One of the lock levers may be 
secured in a horizontal or locked position by a button at 
the outer end, and when the locks are in engagement, the 
box being locked at each end and at the furthest remove 
from the pivotal point, the load is as secure as it would 
be in a gondola car. 

The lock shaft fo1 one of the boxes of a pair consists of 
a round steel 10d journaled at the ends in bearings on the 
casing above referred to. The lock shaft for the other 
box of the pair is a tubular sleeve passing over the first 
named shaft. 

The sides of the casing above mentioned constitute the 
doors which close the open sides of the boxes. They are 
hinged at the top to the casing ends in a slot which admits 
of their sliding out at the top and swinging out at the 
bottom when the boxes tip, and they ate held in position 
when the boxes are locked by keepers on the box floor 
engaging the lower end of straps on outside of door and 
by the hooked portion of the hinge engaging lug on box 
ends near the top. The door fittings are all fixed parts 
and act automatically. 

Each box is provided with two lever sockets for the 
insertion of a lever of the simplest construction, and each 
car has three levers,which may be carried in brackets on 
the casing. 

By turning a button above the door hinges the door 
may be lifted off and removed, to facilitate loading. In 
unloading it is only necessary to raise lock-lever and lift 
on box lever, the operator standing on cioss timber above 
boxes. His position gives him a good leverage, and when 
properly loaded one good man can teadily tip and restore 
boxes, though the appliances admit of four or more lifting 
on one box. 

The construction admits of boxes being dumped to any 
angle desired, the limit of dump being fixed by bumping 
blocks fastened to the lower side of the body sills. In 
practice 40 deg. angle of dump is believed to be sufficient 
for coal while 45 and 50 deg. is preferable for earth. 

Uses.—For hauling material for raising track, widening 
fills and filling trestle the Page car is especially adapted. 
The door is held up out of the way of the discharging 
material so that the largest rocks or lumps can leave the 
car without hindrance. The material is discharged far 
enough from the rail not to interfere with traffic. No 
spool or plow cat is required to accompany train. A 
train of these cars can be dumped by the men usually em- 
ployed to drag back the cable in less time than it will 
take them to get cable back to piow. 

Some of the important uses of this car are: Hauling 
rubble and building stone for bridge piers and culverts. 
(The doors can be left off if desired). Hauling bulky 
material of any kind which it may be desired to unload 
quickly, even cord wood and railroad ties. It can be con- 
structed so asto carry and dump light, bulky material, 
such as snow, manure, garbage and waste; also coke. 

Hauling ores of all kinds; also building sand, gravel, 
lime rock and crushed rock for ballast. 

The floors of the boxes being horizontal the cars can be 
used for most of the freight business for which the gone 
dola is used. Coal, sand or gravel can be dumped or 
shoveled out as may be desired. Only a tilting box car 
will discharge a load. Material that is at all adhesive 
will not leave a sloping bottom car by giavity alone. 

When matetial like coal and ore is to be stored or 
discharged into pockets from which it is chuted into loco- 
motive tenders, boats or cars a self-unloading car of this 
pattern will effect a saving in trestle elevation over cars 
delivering between the rails of five or six feet, giving at 
the same time far greater storage capacity. 

It is especially adapted to the delivery of coal at loco- 
motive coaling stations. A low trestle can be erected be- 
tween main and passing track and the load of the boxes 
be discharged direct into the locomotive tender, thus 
effecting a great saving of labor and of breakage of coal. 

Two patents have already been granted to the inventor, 
and more are applied for. One of these vars has been in 
use for some six o1 eight weeks in the track elevation 
work on the C. R. I. & P. and L. S. & M.S., at Chicago. 
A car is also in service on the lines of the Pennsylvania 
Co. at Pittsburg, and the manufacturers refer to any of 
the officials of these companies regarding its merits. 

This car is manufactured by the Sheffield Car Co., 
Three Rivers, Mich. 





Report of the President of the New York Aque- 
duct Commission from 1887 to 1895. 





While it is sometimes annoying to the seeker for infor- 
mation as to current events, to have to do with a Com- 
mission conducting a great public work which makes no 
1eports of its actions for a long series of years, and which 
leaves to the reporters of the daily press the responsibility 
of narrating the progress of events, one is sometimes 
tempted to believe that that method is the best on perusal 
of so good a document as the one which has lately been 
issued by the New York Aqeduct Commissioners. In a 
dozen pages there is set forth the entire history of the 
gteat work which has been acomplished within the past 
12 years by this important board. Detailed desctiptions 
of structures erected and mechanical work done, are, to 
be sure, not given, nor are the1e dissertations on the prin- 
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ciples on which the action of the Board was based, but 
all events of importance to the public and all personal 
incidents are stated with a succinctness and cleainess that 
show the writer of the document to be an educated and 
accomplished man of affai1s, capable of viewing in per- 
spective operations ove1 a long series of years, and of 
setting forth in a terse and forcible manner statements 
of principle as well as fact. It is doubtful whether such 
a report as this could have been written if the Aqueduct 
Comtiissioners had been accustomed to publish annually 
statements of the work they had accomplished. 

General Duane’s report, while nominally only ‘‘a brief 
history of the Commission and review of its work from 
the Ist day of January, 1887, the date of the last report, to 
the Ist day of January, 1895,’’ is in fact a history of the 
entire work of the Commission from January 9, 1883, the 
date of the resolution passed by the State Senate author- 
izing the Mayor of New York to appoint five citizens to 
examine into a plan for an increased water supply. 

The Commission as at present constituted came into 
control of the wo1ks on August Ist, 1888, after the com- 
pletion of the greater portion of the work on the Aque- 
duct itself, and so far as that structure was concerned their 
duties have been principally the rectification of the de- 
fective work which was found to exist at many points 
and the final transfer of the Aqueduct to the Department 

ef Public Works, which occurred on June 24, 1891. The 
work of the Commission, however, as Gen. Duane says, 
is by no means confined to the building of an aqueduct. 
It includes also the construction of dams and reseivoirs 
for the storage of the water flowing in the wet seasons 
from the 360sq. miles of water-shed tributary tothe Aque- 
duct. There has also come under their jurisdiction the 
task imposed on the Commissioner of Public Works by 
what is known as the Water Shed Act of 1893, of acquir- 
ing property and suppressing nuisances so as to enlarge 
the sanitary protection of all water courses contributing 
to the New York water supply. ‘Two large storage reser- 
voirs, at Sodom and Bog Brook, have been constructed 
and put into active service. Another, the Titicus, is 
practically completed and will be filled during the pres- 
ent winter, and the Carmel rese1voirs will be completed 
by next winter. After piolonged discussion, the site 
and plans for the great storage reservoir at the terminus 
of the Aqueduct where it receives the waters of the Croton 
River were decided upon on November 13, 1891, and the 
contract for the construction of the highest masonry dam 
in the world, which will be officially known as the ‘‘New 
Croton Dam,’’ was awarded on August 26, 1892, and work 
upon it has been in progress since that time, not, how- 
ever, with the vigor which had been expected by the Com- 
mission. It is stated that action has been taken by the 
Commission, which will ensure a better rate of progress 
in the future. 

The amount of work required to thoroughly fit the 
sites of these reservoirs for the healthful storage 
of water is enormous, it being necessary to entirely 
clear all the land which is to be flooded. The mag- 
nitude of the work and the thoroughness with which 
the Commissioners are treating it is indicated by their 
determination to create a permanent lake at the upper 
end of the great New Croton Resetvoir so as to con- 
stantly submerge an expanse of flat territory, the inter- 
mittent exposure of which by drawing down the stored 
water would, it is feared, be unhealthful to petsons resid- 
ing in the neighborhood. The Commission has also 
taken the preliminary steps for constructing a large reser- 
voir within the limits of the city of New York on the 
site of the Jerome Park race course, so that it is not un- 
likely that another period of seven or eight years may 
elapse before the final report of the Commission can be 
made. 


A Fifield Engine Lathe. 


The engraviug shows an engine lathe recently put out 
by the Fifield Tool Company, of Lowell, Mass. As shown 
in the engraving it has a 40-in. swing and 12-ft. bed. 
Reds for this swing of lathe are furnished up to 30 ft. 
The weight of this tool is about 13,000 lbs. The diameters 
are: Fiont bearing, 7 in.; back bearing, 434 in. ; spindle 
through cone, 5% in. The width of cone belt is 5 in; the 
distance between head and tail stock V’s, 22 in. ; solid 
bearing of carriage on ways, 48 in. Lathes from 17 to 64 
in. swing are a specialty with this concern. The tool here 
shown is one of unusual power and efficiency. 


Train Accidents in the United States in December. 


COLLISIONS. 
REAR, 


2d, on Central of New Jersey, near Lockwood, Pa., 
a freight train ran into the rear of a preceding freight, 
wrecking sevetal cars. The engineer was killed and 
another trainman was badly burned, the wreck having 
taken fire. There was a dense fog at the time. 

4th, on Lehigh Valley, at Neshanic, N. J., a freight 
train standing at a water tank was run into at the rear by 
a following freight and 20 cars were wrecked. A_ brake- 
man was fatally injured. It is said the engineman of the 
second train admits that he was asleep. 

Sth, on King’s County Elevated, in Brooklyn, N. Y., 
near Saratoga avenue, a passenget train ran into the rear 
of a preceding passenger train, damaging the rear car. 

Sth, on Eastern Minnesota, near Itasca, Minn., a freight 
train descending a grade broke apart in three places and 
the second and third sections afterward came together 
with sufficient violence to derail three cars. 

10th, 11 p. m., on Southern Railway, at Atlanta, Ga., a 
passenger train ran into some freight cats standing on the 
main track, doing considerable damage. Two trainmen 
and one passenger were injured. 

12th, 11 p. m., on Union Pacific, at 40th street, Denver, 


Col., a switching engine ran into the rear of a preceding 


{ 
freight and the engine was overturned. The engineer was 
fatally injured and the fireman dangerously. 

13th, on Brooklyn Union Elevated, at Nostrand avenue, 
a passenger train ran into the rear of a preceding passen- 
ger train, badly damaging the engine and two cars. Sev- 
eral passengers were injured. 

16th, on St. Louis & San Francisco, near Pittsburgh, 
Kan., a freight train ran over a misplaced switch and 
into some freight cars standing on the side track, wreck- 
ing engine and seven cars. The engineer was killed and 
the fireman injured. 

18th, 3 a. m., on Lehigh Valley, at Plainsville, Pa., 
a passenger train ran over a misplaced switch and into 
some freight cars standing on aside track, badly dam- 
aging the engine and 10 coal cars. Four trainmen were 
injured. It is said that the switch was maliciously mis- 
placed. 

24th, on Pennsylvania road, at Altoona, Pa., a wreck- 
ing train which had been admitted tothe main track 
from the yard in the face of a passenger train, was run 
into at the rear by the passenger train, demolishing two 
cars of the wrecking train. One employee was killed and 
eight were injured, one fatally. It is said that the passen- 
ger engineman failed to properly control his speed 
according to a special order that had been given to him, 
and that the tail lights of the wrecking train had not been 
placed in position. 

25th, on Louisville & Nashville, neat Brentwood, 
Tenn., a passenger train ran into some coal cars which 
had run out of a side track upon the main line, making a 
bad wieck. The baggage and express cars were burned 
up. The engineer, fireman and baggageman were injured. 

29th, on Chicago, Burlington & Quincy, at Chicago, a 
freight train ran into the rear of a preceding freight, 


wrecking the engine and three cars. The conductor was 
killed and another trainman injured. It is said that the 
collision was due to a misplaced switch. 

30th, 11:55, on Chicago & Northwestern, at Deering, 
Ill., a passenger train ran over a misplaced switch and 
into some freight cars standing on the side track, wieck- 
ing the engine and three freight cars. Five passengers 
were injured, one probably fatally. 

And 25 others on 20 roads, involving five passenger and 
34 freight and other trains. 

BUTTING. 


2d, on Seaboard Air Line, near Rockingham, N. C., 
butting collision of freight trains, both running at high 
speed, making a very bad wreck. Qne engineman was 
killed and the other badly injured. 

16th, on Southern Pacific, at Houston, Tex., collision of 
freight trains, damaging both engines and seveial cars. 
A car of cotton fell into White Oak Bayou. Two train- 
men were injured. There was a dense fog at the time. 

25th, on Cleveland, Cincinnati, Chicago & St. Louis, at 
Cuiver’s, Ind, butting collision of freight trains, wreck- 
ing both engines and six cars. One engineer and a tramp 
were killed. 

25th, on Oregon Railway & Navigation, near The Dallas, 
Or., a passenger train ran over a misplaced switch and 
into the head of a freight train standing on the side track, 
making a bad wreck. The freight engineer was killed. 

And four others on four roads, involving two passenger 
and six freight and other trains. . 


CROSSING AND MISCELLANEOUS, 


6th, at Seventy-ninth street, Chicago, collision between 
freight trains of the Chicago & Erie and the Belt Line, 
derailing several cars. One engineer was injured. 

7th, on Wheeling Bridge & Terminal Railway, at 
Wheeling, W. Va., collision between a fieight and a 
gravel train, wrecking the engine and four cars. Three 
trainmen were injured. 

8th, on Southern Pacific, near Duson, La., a passenger 
train 1an into a freight train which was entering a side 
track, badly damaging the engine and wrecking several 
cars. A mail clerk was injuied. 

15th, on New York & New England, near Stillwater, 
R. I., collision of freight trains, killing a brakeman. 

23d, on Southern Pacific, near Raceland, La., collision 
between a passenger train and a freight train which was 
ente1ing a side track. The fireman of the passenger train 
jumped off and was killed and two other trainmen were 
injured. 

23d, at Inter Bay, Wash., a locomotive of the Great 
Notthern ran into a freight train of the Seattle, Lake 
Shore & Eastern at the crossing of the two roads, throw- 
ing 12 cars into the bay. Two employees were injured. 

25th, at Waxahachie, Tex., a passenger train of the Mis- 
souri, Kansas & Texas ran into a passenger train of the 
Houston & Texas Central at the crossing of the two roads, 
wrecking one passenger car. Four trainmen and 13 pas- 
sengers were injured, two of them fatally. It is said that 
the air brakes on the M. K. & T. train were ineffective in 
consequence of the train pipe having been closed imme- 
diately behind the tender. It has not been discovered how 
the cock in the train pipe came to be in this position. 

27th, neat Ashland, Pa., collision between a freight train 
of the Philadelphia & Reading and a passenger train of 
the Lehigh Valley. A man riding in one of the engines 
was killed. There was a thick snowstorm at the time. 

And 12 others on 11 roads, involving two passenger and 
21 freight and other trains. 

DERAILMENTS. 
DEFECTS OF ROAD. 


5th, on Houston & Shreveport, near Keithville, La., 











nine cars of a freight train were derailed and wrecked. 





A brakeman was killed and atrampinjured. It is said 
that the rails spread. 

12th, on Milledgeville & Asylum, near Milledgeville, 
Ga., a passenger train fell through a bridge and the 
engine and a passenger car lodged in Fishing Creek, 40 
ft. below. The fireman was killed and the engineer 
fatally injured. 

24th, on Atlantic & Pacific, near Ashfork, Ariz., a pas- 
senger train was detailed by a broken rail and one pas- 
senger car was overturned. Seveial passengers were 
injured. 

26th, at Forty-sixth street, Chicago, a passenger train 
of the Wabash road was derailed at a defective switch 
and one passenger was injured. 

28th, on Delaware, Lackawanna & Western, near Mill- 
ington, N. J., a passenger train was derailed by a broken 
rail and two trainmen were injured. 

29th, on St. Louis & San Francisco, near Beaumont, 
Kan., a mixed train was derailed by a broken rail and 
the engine and nine freight cars were ditched. The fire- 
man was killed and the eugineman injured. 

29th, 4a. m., on Southern Pacific, near Ochoa, Ariz., 
the ‘‘Sunset Limited’’ express train was wrecked by falling 
through a trestle bridge which had been weakened by 
fire, and two sleeping cars were burned up. 

29th, on St. Louis & San Francisco, at Burgers, Kan., 
a freight train was derailed bya broken rail and the 
engine and nine cars were ditched; engineer and fireman 
injured. 

And eight others on eight roads, involving two passen- 
ger and six freight and other trains. 


DEFECTS OF EQUIPMENT. 
10th, on Boston & Maine, near Wells, Me., a passenge1 
train was derailed by a broken axle. 





Engine Lathe—Fifield Tool Company. 


And nine others on four roads, involving one passenger 
train and eight freight trains. 


NEGLIGENCE IN OPERATING. 


st, on Manhattan Elevated, New York City, at 135th 
street and Eighth avenue, a car in an empty passenger 
train was derailed by the misplacing of a switch under it 
as it passed. A loaded train ran against the derailed car 
and it was badly damaged. A man walking on the ground 
beneath the track was injured by a piece of wood which 
fell from the wreck. 

3d, on Baltimore & Potomac, near South End of Long 
Bridge, Va., a passenger tiain approaching the bridge 
was not properly controlled and was derailed at the de- 
tailing switch. The engine, which was running back- 
wards, fell over and the fireman was killed. 

And one other, involving one passenger train. 


UNFORESEEN OBSTRUCTIONS. 


10th, on Western New York & Pennsylvania, near 
Franklin, Pa., a freight train was detailed by running 
into a landslide, and the engine and 12 cars were ditched. 
Three trainmen were injured, one probably fatally. 

10th, on Great Northein, near Everett, Wash., a passen- 
ger train was derailed by a landslide and the cars were 
— damaged. A man stealing a ride was fatally in- 
jured. 

llth, 10 p. m., on Great Northern, near Everett, Wash., 
a passenger train was detailed by running into a land- 
slide and the enigne fell into the bay. The fireman was 
fatally scalded. 

20th, on St. Louis, Iron Mountain & Southern, at Wal- 
nut Ridge, Ark., a passenger: train was derailed by 1un- 
ning over a cow which had fallen between the sleepers 
on a trestle, and the engine and first two cats were 
wrecked; engineer and fireman injured. 

And nine others on nine roads, involving seven passen- 
ger and two freight trains. 


UNEXPLAINED. 


3d, on Delaware & Hudson, near Port Henry, N. Y., 
a passenger train was derailed and three cars fell down a 
bank, lodging in the water of Lake Champlain. The bag- 
gageman and mail agent were drowned and five passen- 
gers were injured. The occupants of the baggage ca1 and 
of one of the passenger cars had to crawl out through 
windows and holes in the 100f very quickly to avoid 
drowning. It is said that the train was running at moder- 
ate speed and that no defect was found in the tracg, cars 
or engine. 

4th, on Philadelphia & Reading, near Myerstown, Pa., 
several cars in a freight train were derailed and fell 
against a passenger train running upon the adjoining 
— doing considerable damage.» A brakeman was in- 
jured. 

8th, on Texas & Pacific, at Plaquemine, La., a switch- 
ing engine was derailed and overturned. Jiight em- 
ployees were injured. 

9th, on Boston & Maine, at Boston, Mass., a passenger 
train of the Fitchburg road was derailed ata frog. The 
smoking car was overturned and a brakeman and one 
passenger were injured. 

12th, 3a. m., on Southern Pacific, near New England 
Mills, Cal., a passenger train descending a grade was 
derailed and the engine and four cats were ditched. 

22d, on Oregon Railway & Navigation, at Menoken, 
Wash., a passenger train consisting of eight cars drawn 
by two engines was derailed and both engines and the 
first two cars were ditched. One engineer was killed and 
two trainmen were injured. 

28th, on Chicago, Milwaukee & St. Paul, near Mc- 
Gregor, Ia., a freight train was derailed near a switch 
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and a brakeman who was at the switch was killed bya 
car which fell upon him. 

And 20 othe1s on 16 roads, involving four passenger and 
16 freight and other trains. 

OTHER ACCIDENTS. 

27th, midnight, on Vandalia Line, near Altamont, III., 
a car in a passenger train was found to be on fire. The 
train was run to the station and some of the cars were cut 
off, but two of them were completely destroyed, together 
with a part of the station platform. 

28th, midnight, on Atchison, Topeka & Santa Fe, near 
Peabody, Kan., the engine of a passenger train was 
wrecked by the breaking of a side rod and the engineman 
was badly injured. 

And five others on five roads, involving three passenger 
and three freight and other trains. 

A summary will be found on another page. 








The Chicago Drainage Canal. 


At the meeting of the Board of Trustees on January 17, 
the annual reports of the Chief Clerk, Mr. Thos, F. 
Judge, and Chief Engineer Mr. Isham Randolph were pre- 
sented. Mr. D. C. Dunlap resigned his position as Assist- 
ant Superintendent of Construction, and that office was 

















Newark, Ohio, by Mr. C. M. Thompson, Division Chief 
Draughtsmar. 

The interesting parts of the design are the pneumatic 
lift, its details and the method of making connection to 
the air supply. The track in the pitis 22 ins. gage. 
The truck, four-wheeled and made entirely of iron, sup- 
ports the air cylinder, the truck casting and the lower 
head of the cylinder being one piece. The cylinder isa 
36-inch length of extra heavy 10 inch wrought-iron pipe. 
It is turned smooth inside to receive the piston. 

The piston rod passes through the top head and the 
metal of the head is thickened bya flange around the 
hole; no attempt is made to make this a tight joint be- 
cause the air ptessure is exerted only on the under side 
of the piston. The piston rod is made a close fitin the 
cylinder head for a guide and when the piston is in the 
lowest position the shoulder of the axle fork rests on the 
upper cylinder head. The piston 1od has a double-forked 
eud to receive the axle. The piston packing is a leather 
gasket between two followers. The air supply is con- 
ducted by a pipe toa point in the pit about midway of 
the travel of the truck. Atthis place is located the oper- 
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enough. The city of Manchester had already lent 4% 
millions at the end of June, and no doubt at the end of 
the year it will have lent 5 millions. But let us confine 
ourselves to what it had done at the end of June. The 
4% millions beat 4% per cent. interest. But the credit of 
Manchester is good enough for the Corporation to borrow 
at 3 percent. Is it reasonable for the city to exact so 
large a profit from an enterprise which the world is 
assured is to be of incalculable benefit to the Manchester 
community? We venture to say it is not. The city of 
Manchester ought to receive from the Company what it 
actually pays itself, and a sinking fund provision. Sup- 
pose, then, it were to charge the Canal Company, not 4% 
per cent., but 3% per cent., there would be a saving of 
1 per cent. upon 414 millions_at once, or £45,000 a year. 
And this saving would be effected without loss of any 
kind to the city o1 its ratepayers. 

‘*But if the Corporation were public-spirited enough to 
do this, it might fairly ask the holders of the 4 per cents. 
to forego a portion of their interest. Would the holders 
agree? We need not now suggest an answer. Even if they 
refused, and the Corporation shrank from taking meas- 
ures to compel them to submit, it has full power to deal 
with the shareholders. If it were to offer the preference 
shareholders Manchester Corporation Bonds for half the 
amount of thei: capital, bearing 3 per cent. interest, 
would not the offer be a good one for the preference 
shareholders? The bond would be at once worth par, and 
the holder would at once come into an income of 3 per 
cent. In other words, the preference shares would be 
reduced from 4 millions to 2 millions, and the dividend 
from 5 per cent. to 3 per cent. The charge on the refer- 
ence capital would thus be reduced from £200,000 a year 
to £60,000 a year. There would thus be a saving of £45,- 
000 a year on the 4% per cents., and of £140,000 a year on 
the Pieference capital, making together a total saving of 
£185,000 a year. Suppose, further, the Corporation were 

































































See SS - eS 
| Za eae YN : IN 
: : zi" ROUND _IRON ENN 
. = 7 . Ee RSS 
\ FT? i ‘ [ Wy AY 
\ “\ . 
SY ale] M2 Fa Zs PIPE Wiss \\ 
S-44-F- a 
a | . N 
=o Ba) \ 
1/8" HOS| YS 
ONNEC “ “ 
" ‘ m 12x 12 TIMBERS, PINNED TOGETHER WITH %' RODS 
eam a0 2 4 - 24" ts 
“oh ( = . Y/ 
u 4 7 
5 se y 
SS <——- XS I —=<<= 4 \ SS . Y Mf Vi NWS 
\ N yy SS 
SS SS CQ@ ANS 
\ WW SN \S 
\ \ MMA OA 


abolished by the Board. Inthe report of Mr. Judge the 
financial statement is as follows: 


Receipts of the District from organization to Dec. 
$ 5,381,757.78 





Receipts fOF THE PASt VEAL i. ccccs cicccccocsecseccssce 7,399 367 93 
Total receipts..... Rnaetines sate ccreelantial eee eae $12,781,225.71 
Expesiditures of the District from organization to = 
ME Al TO pial din cieucaaigedetadcanednedd Aceneaues $ 5,186 504 83 
Expenditures for the past year.......... cece seen eens 6,292.134 85 
Total CkHendares. «..ocisececccscedccveceesees $11,478,639 68 
Balance on hand Dec, 31, 1894......... weacwaae $ 1,302,586.03 


In the report of Chief Engineer Randolph the work is 
reviewed from its beginning; each section being taken up 
in detail, and the date of opening of the bids, the award- 
ing of the contract, the estimatea amount of material to 
be excavated, the price per cubic yaid of the same, the 
date of beginning work, the amount excavated to the 
present time, cost of the same, and any special features 
noted. 

Since January 1, 1894, nine sections have been equipped, 
and the plant for working them perfected; eight sections 
have changed hands, and one abandoned by the con- 
tractors. On eleven sections only has the work been 
vigorously prosecuted. In 1895 the work will begin with 
28 sections equipped, and much greater progress is pre- 
dicted, the completing of the work being expected in the 
fall of 1896. A safe estimate of the value of the ma- 
chinery used by the contractors is placed at $3,0)0,000. 

The rate of progress of the work reached a maximum 
in August, whe: the amount earned by the contractors 
was $666,481.81, and since then the average has been 
$568,031.32 per month. 

Several plans have been proposed and considered for 
the controlling works at Lockport, the one combining the 
greatest advantages and least cost being a combination of 
lifting gates, and a section of bear trap dam. There will 
be eight of these gates, working between solid masonry 
piers, the gates being raised veitically by mechanism 
operated from bridges spanning the space between the 
piers. Eacb space will be 30 ft. wide, and dam 160 ft. 
between bulkheads. The estimated cost is $160,000. 

One of the special features noted in the detailed report 
of sections is the performane of two hydraulic dredges on 
section ‘‘B.’? The two dredges excavated 1,538,387 cubic 
yards in 88234 working days, or an average of 1,731.9 
cubic yards per day each. The total removed to January 
1, 1895, is 12,608,806 yards of glacial drift, and 5,358,968 
yards of solid rock, or 486-10 per cent. of the glacial 
drift, 43 57-100 per cent. of the rock, and 45 43-100 per 
cent. of the entire work. 





A Pneumatic Drop Pit for Passenger Car Repair 
Yards. 





The engravings show a pneumatic drop pit which is in 
use in the passenger repair yards at several division sta. 
tions on the Baltimore & Ohio Railroad. It is reported 
that the arrangement is very convenient and the operation 
very satisfactory. The pit was designed in the office of 
_Mr. W. H. Harrison, Superintendent of Motive Power at 








ating valve, and the connection between the valve and 
cylinder is made by a flexible hose. 

Each stringer which car1ies the portable section of the 
track rails over the pit is carried on four 4-inch grooved 
rollers; the rollers run on J-inch roind iron rails which 
are laid lengttwise onthe side timbers of the pit; the 
weight of the stringers transferred to the rollers by 
means of a fork, the two legs of which take the journals 
of the rollers and the tail extending up through the tim- 
ber. No heavy loads are carried on these roilers; the 
notched wedges unde: the stringer carry the portable 
railand any load there may be upon it. The weight 
is on the rollers only when the portable section is being 
removed preparatory to using the pit. 





Manchester Ship Canal. 


Early in December the S/aézst, an English financial and 
commercial journal of considerable repute, brought for- 
ward a proposition for a settlement of the Manchester 
Ship Canal financial difficulty. With regard tothe talk 
of a purchase of the canal by the railroad companies it 
is argued that this 1s not to be permitted. The canal was 
built to secure facilities and to reduce rates by competi- 
tion with the railroads, and great sacrifices were made to 
secure this competition which it would now be unwise 
to throw away. The Séa/ist continues: 

‘*We conclude, therefore, that the Manchester Corpora- 
tion ought not to allow a sale of the Canal to the railway 
companies. If it does not, then it is the duty of the Cor- 
poration to take measures itself which will put the Canal 
Company on a more satisfactory footing. Practically, the 
Canal Company is now in the power of the Corporation. 
The Corporation can decide the fate of the Canal Com- 
pany one way or the other, and, having gone so far, it is 
bound, in the interests of its own constituents, to go con- 
side1ably farther. In other words, it seems to us that the 
Manchestet Corporation ought itself to take over the Canal 
and work it. 

‘*According to the last report of the Canal Company— 
that for the half-year ended with June—the total capital 
uf the Company amounted on the last day of the half- 
year to £15,412,000, of which 4 millions consisted of Ordi- 
nary shares, 4 millions of Five per Cent. Preference 
shares, and £6,900,000 of loans. Of the loans, again, 
£2,407,000 are 4 per cents., and £4,493,500 are 4% per 
cents. Capital expenditure is still going on, and, there- 
fore, at the end of the current half-year the capital will 
be larger. But we leave that out of account fur out pres- 
ent purpose, and say, roughly, that the share capital 
amounts to 8 millions, and the loans to 2% millions of 
4 per cents., and 4% millions of 4% per cents.—in other 
words, 8 millions of shares and 7 millions of loans. Now, 
the 2% millions of 4 per cents. impose an annual charge 
for interest alone of £100,000. The 4% millions of 4% 
per cents. require £202,500; and the 4 millions of 5 per 
cent. preference shares requi1e £200,000. In all, the mere 
interest charge amounts to £502,500. This is leaving out 
of account the half-million which the Company still has 
power to borrow, and also of provision for sinking-fund, 
depreciation, and the like. 

“Before the Ordinary shares come within sight of a 
dividend, consequently, the Company requires to earn 
its working expenses, and over half a million annually 
besides, taking no account cf additions to capital, of 
sinking fund, depreciation, or reserves. Is it not clear 





that the Company is absolutely over-capitalized, and that 
it is in the interest of all parties to reduce the charge? 
How can that be done? Manifestly, it is only to be done 
by the city of Manchester. Nobody else is powerful 





to offer the Ordinary shareholders 25 per cent, of their 
capital in the form of a Corporation bond, bearing 3 per 
cent., the bond would be at once worth par, and the 
shareho'der would at once come in for an income. It 
seems to us that the shareholders, both Preferred and 
Deferred, would get a great benefit. The Canal Company 
would be immensely benefited, for the shate capital 
would be at once reduced to 3 millions from 8 millions, 
while the interest charge on the existing debt wouid be 
reduced by £45,000 a year. But, it will be said, the rate- 
payers would be burdened with £60,000 a year for the 
Preferred shateholders, and £30,000 a year for the Ordi- 
nary shareholders, or together £90,000 a year. No doubt 
they would. The question is—Have they faith enough in 
the earning powers of the Canal, and inthe advantages 
it will confer bye and bye upon Manchester, to incur a 
present annual charge of £90,000 a year, with the prospect 
of a large revenue hereafter, and an immense stimulus 
to the trade of the district?’’ 


A correspondent in Manchester, an engineer of weight 
and distinction, writes with regard to this: 

“‘T shall be very much surprised if the Manchester tax- 
payers would eve1 face the burden of raising, for several 
years at the least, the interest on (£10,000,000, for that 
would be the amount of capital if written down as pro- 
posed, and even if secured at 3 per cent. it would be a 
frightfully heavy dead-weight for a city like Manchester 
to carry. Assuming that the Canal has paid working 
expenses this year (which I very much doubt) and the 
managers can succeed in increasing the traffic at the rate 
of £1,000 a week, or say £50,000 a year, it would take six 
years for the Canal to pay expenses, and in the meantime 
Manchester ratepaye1s would have had to pay in five 
years £750,000 for interest charges, excluding any idea of 
fresh capital being required for increased equipment to 
accommodate increased traffic. 

“‘T believe some public trust will ultimately be formed 
with power to issue bonds secured over by the rates, of 
not only the city of Manchester, but the whole area ben- 
efited by the construction ef the Canal.”’ 


Street Car Fenders. 

On Oct. 6, 1894, the City Council of Baltimore passed an 
o1dinance compelling the various street railroads of that 
place to equip all of their cars with ienders before Jan. 8, 
1895, or pay a fine of $5 a day for each car not so pro- 
tected. The ordinance requires that the railroad com- 
panies ‘‘shall provide for each car or tiain of cars a car 
fender or fenders, with both front and wheel guards, of 
a design which the Mayor and City Commissioner shall 
have ceitified in wiiting to, which in their judgment 
comply with the requirements set forth in the report 
made to the commission appointed under the provisions 
of the resolution of the Mayorand City Council, approved 
April 28, 1894, by Mendes Cohen, engineer to the com- 
mission.’’ On the expiration of the time allowed only 
one company had fully complied with the law, which re- 
sulted in the arrest of the Superintendents of three lines. 
They were each released in $500 bail. It is not likely 
that the trials will result in a conviction, as the railroads 
involved have proved that they are equipping their cars 
as fast as fenders can be made. 

The Commissioners of the District of Columbia are 
preparing regulations in regard to fenders which require 
that every cable and electric railroad company in the 
District shall equip its cars in a satisfactory manner with 
fendeis within 45 days from the promulgation of the 
regulations. No special fender is made official, but all 
fenders used must be subject to the approval of the com- 
missioners, 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making ournews accurate and complete if 
they will send us early information of events which 
take place under their observation, such as changes in 
railroad officers, organizations and changes of com- 
panties in their management, particulars as to the bust- 
ness of the letting, progress and completion of contract- 
for new works or imporiant improvements of old ones, 
experiments in the construction of roads and machins 
ery and railroads, and suggestions as to its improve- 
ment, Discussions of subjects pertaining to ALL DE- 
PARTMENTS Of railroad business by men practically 
acquainted with them are especially desired. Officers 
will oblige us by forwarding early copies of notices of 
meetings, elections, appointments, and especially an- 
~<a some notice of all of which will be pub- 

ished. 

Ad vertisements.— We wish it distinctly understood thai 
we will entertain no proposition to publish anvthing 
iit this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matler as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully in 
our advertising columns, but it ts useless to ask us to 
recommend them editorially, either for money or in 
consideration of advertising patronage. 





A couple of weeks ago the Financial Chronicle pub- 
lished its review of the gross earnings of the railroads 
of the United States for the year 1894. Returns from 
125 roads for the full year and 69 roads for 11 months 
showed a falling off ot about 112% million dollars; 
but this statement did not include a good many roads 
that are known to have lost heavily, and the prob- 
ability seems to be that reports from the total mileage 
of the country will show a decline of $130,000,000. 
But even this is not the worst, for this decline follows 
a heavy one in 1893 when the decrease must have 
been something like $30,000,000, or say $160,000, 000 
in the two years. But this loss followed a steady in- 
crease which in 1892 was about 45 millions; in 1891, 
44 millions, and in 1890, 70% million dollars. The de- 
crease per cent. in 1890 was 11% and in 1893 it was 3 
per cent. It will be remembered, however, that the 
loss in the first half of the year was very much greater 
than 11 per cent., having been 21.48 in June and 
20.49 in July. There was but one month in the year, 
August, namely, which showed an increase in gross 
earnings over the corresponding month of the year 
before; of the other months December had the small- 
est loss. Of course the immediate causes of this show- 
ing are familiar. The general hard times is the first 
and greatest; but the labor troubles were unusual, 
beginning with the great coal strike in the spring, ac- 
companied by the disturbances created by the Coxey 
tramps, and followed in July by the Pullman strike in 
which earnings on some great lines practically ceased. 
Then there were serious and unusual floods, consider- 
able demoralization of rates, short crops and low prices. 
The corn crop was the smallest in over 10 years, and 
the seaboard receipts of grain fell off enormously. In 
1894 they were less than 1543 million bushels, in 
1893 they were 211% millions, in 1892, 27714 millions, 
and in 1891, 233!'4 millions. The grain receipts at Chi- 
cago were about 54 million bushels less than in 
1893, and 60 million less than in 1892.  Pro- 
vision receipts, however, were generally greater. 
The cotton movement, notwithstanding the unex- 
ampled low prices, was considerably above the normal 
which helped out the southern and southwestern roads. 
Nearly 1{million bales more cotton were received at 
the southern ports in 1894 than in 1893, most of the 
gain being in the last three months of the year. 


The Secret Ballot in the American Society of Civil 
Engineers. 





Owing to certain unfortunate semi-political condi- 
tions in the city of New York, the action of the 
American Society of Civil Engineers in taking steps to 
amend its constitution in the matter of the reconsid- 
eration of an adverse vote on a candidate for member- 
ship has attracted a great deal of attention in the daily 
newspapers, not only in New York but all over the 
country. We hear of it from Tennessee and from 
Texas; and probably we shall hear of it from San 
Francisco before long. The most general version 
that we see is that the committee on amendments 


recommended the preservation of the secrecy of the 
ballot; that there was considerable effort to have the 
ballot signed, but that the Society sustained the com- 
mittee, and that therefore the ballot remains abso- 


lutely secret. 








While all of this is no business of the general public, 
yet we think it well to say, for the information of the 
daily papers, as well as for the information of such 
members of the Society as have been misled by the 
press reports, that this is almost all not so. On the 
contrary, the committee recommended no material 
change in the method of securing a reconsideration of 
an adverse ballot against a candidate, or of the 
method of taking the ballot, except in one important 
particular. The committee did recommend that any 
member voting in the case of reconsideration be re- 
quired to sign his ballot. The meeting adopted this 
recommendation of the committee and ordered it to be 
passed to ‘etter ballot. The constitution is not yet 
changed in this respect, but the members of the So- 
ciety will have an opportunity to make the change if 
they think best. 

We agree entirely with the committee and with the 
speakers who supported them in the meeting in this 
particular, 

As a matter of fact, there is very seldom any good 
reason why a man should be blackballed in the 
American Society of Civil Engineers. If the members 
will do their duty in sending to the Secretary a state- 
ment of known facts of acharacter to disqualify a 
man from membership they may be very sure that 


that man’s name will not be passed to ballot. Of | 


course the Board of Direction must always use its 
discretion as to what is evidence, and it must often 
pass to ballot a man who seems in the opinion of some 
member not to be eligible, even after that member 
has expressed by letter to the Board his adverse 
opinion. But it can very seldom happen that the 
name of a candidate goes to ballot when serious and 
respectable evidence of his ineligibility has been 
sent in. 

The difficulty is in the American Society of Civil 
Engineers, as in a great many clubs and like organ- 
izations, that members are careless or lazy or cow- 
ardly and do not put the Board in possession of the 
evidence against a candidate. Then he is black- 
balled; or if he is elected the careless or cowardly 
members growl about it. We should be sorry to 
see any less secrecy than is at present observed in 
regard to the first ballot; but it seems eminently 
just that when a sufficient number of responsible and 
respectable members of the Society urge the recon- 
sideration of an adverse vote those who wish still to 
oppose the candidate should be asked to justify their 
opposition by reasonable arguments presented to the 
Board; or should be required to sign their ballots. 
If we were making a wager we would bet that the 
amendment will pass. 





The Proposed National Arbitration Law. 





Attorney General Olney again appears in the discus- 
sion of the relations between railroad companies and 
their employees, this time as the author of a bill to 
provide for arbitration in cases of disputes about wayes, 
etc. Mr. Olney finds fault with the bill introduced in 
Congress, Dec. 18 by Mr. McGann, and has drawn up 
one himself which has already been introduced in the 
House by the Chairman of the Labor Committee as a 
substitute for the McGann bill. 

The latter, usually called the Wright bill, it having 
been drawn up by Mr. Carroll D. Wright, is open to 
obvious objections, even if one were satisfied that its 
main purpose would be useful and in the right direc- 
tion, which is, to say the least, very doubtful indeed. 
In the first place, the sections of the bill are modelled 
in their phraseology largely after the Interstate Com- 
merce Act, thus introducing a good deal of superflu- 
ous, not to say ridiculous matter. Perhaps this method 
was adopted as the most delicate and inoffensive way 
of providing a salary of $7,500 each for the commis- 
sioners and one of $3,500 for.the secretary. 

This question of a commission and the cost thereof 
is the first point at which Mr. Olney makes a change. 
He would simply have a temporary commission when- 
ever a dispute arose. The Chairman of the Interstate 
Commerce Commission and the United States Commis- 
sioner of Labor should first try to settle any contro- 
versy; and then, in case they failed, there would be 
a board of three commissioners, the Chairman just 
mentioned, one man selected by the railroad and one 
by the employees. In any case where the parties do 
not submit gracefully to arbitration, or a strike 
threatens disturbance of public rights the Attorney 
General of the United States may apply for the ap- 
pointment of receivers to take charge of the road, 
which we should suppose must be unconstitutional. 
At any rate,it opens up an appalling idea of the power 
of the National Government to seize people’s property. 

Mr. Olney reiterates his view, expressed in the Phil- 
adelphia letter, that the railroads must not proscribe 
the brotherhoods, must not discriminate against men 
who refuse to contribute to beneficial funds, etc., and 


must not, after discharging men, conspire to prevent 
them from obtaining employment. He would punish 
any of these acts by a fine of from $100 to $1,000. The 
bill provides that the award of a Board ot Arbitration 
must remain in force two years, and there is a provis- 
ion for 30 days’ notice of intention to resign or inten- 
tion to discharge. 

The principal effect of Mr. Olney’s utterance will 
probably be about the same as that of the letter which 
he wrote to Judge Dallas of Philadelphia in Novem- 
ber, reminding the judge of the good intentions of 
the Brakeman’s Brotherhood. The present letter (an 
explanatory letter to the Chairman accompanies the pro- 
posed bill) like the earlier one, serves to show that Mr. 
Olney is of sympathic mind, and that he realizes the 
woes of ‘‘labor;’’ and it helps to silence the dema- 
gogues who pretend to believe that he and the Presi- 
dent are prejudiced in favor of capitalists and corpor- 
ations as against men whose sole wealth consists in 
‘*days’ works.’’ 

But, as appears in various clauses of the bill, Mr. 
Olney realizes some of the difficulties of the work and 
wages question, and probably sees as well as any one 
the improbability, not to say the utter impossibility, 
of getting any bill through Congress—certainly none 
can pass at this session—which will much ameliorate 
the present conditions. 

With all the provisions about 30-day notices or six- 
months notices, we are still without any remedy for 
the one great obstacle, that employees cannot be 
legally bound, in any satisfactory way, to carry out 
their agreements, while the employer, having property 
that can be attached, can be bound. As long as this 
rock is in the way, the satisfactory adjustment of dis- 
putes must depend upon honor and policy, and it is 
almost always the absence of honor on one or both 
sides, generally, we regret to say, on the men’s side, 
which makes the trouble. In viewof the improbability 
of the passage of the Olney bil] (or any other) at 
present, we shall postpone further discussion of it. 

But the futility of looking for a panacea in jegisla- 
tion need not discourage those who know of better 
methods of settling questions between empioyer and 
employee. Law or no law, there is ample opportunity 
to find out whether the brotherhoods are willing to be 
incorporated and to put themselves on a strictly busi- 
ness basis, so that they can deal with a railroad cor- 
poration on terms of equality. If they are not willing, 
why not? And if they persist in preferring their 
present position, where the signature of a Grand Chief 
to a contract is worthless before the law, ra‘lroad 
managers will have good ground for going ahead and 
making contracts with individual enginemen and con- 
ductors, whose signatures ave worth something. A 
good many such men would be found available if they 


were looked for. 





Light Railroads and Standard Gage. 


In writing last week of the movement for light rail- 
roads in England, we spoke briefly of the matter of 
the gage, and we ventured to advise that the new 
lines should he built to standard gage for the reason 
that the first cost of construction would be but little 
greater than that of building narrow gage lines, while 
the economy of operation would be very great. That 
is to save a little in the interest account the traffic 
would be taxed for generations to come by a break of 








gage. We find in a supplementary report of the Rail- 
way Commissioners of New South Wales, just received, 
confirmation of this view. 

That body has recommended from time to time a 
moderate and a judicious extension of light lines into 
a country of thin traffic, but it has always recom- 
mended that these light lines should be buiit to stand- 
ard gage. Of this the Commissioners say ‘‘they would 
cost scarcely anything more in the first instance than 
a narrow gage line, and the whole of the ordinary 
rolling stock, exclusive of engines, which could be 
selected from the lightest types existing in the service, 
could pass over them and thus avoid the great disad- 
vantage of cost of creating a new class of rolling 
stock.’’ Of course the Commissioners might have 
added ‘‘and thus avoid the delay and cost of transfer- , 
ring freight from one gage to another.”’ 

In fact this board brought forward, immediately 
after taking office, the question of uniform gage for all 
the Australian colonies, but the matter has made little 
progress toward an agreement. But the question is one 
of vital importance to the future of Australia and must 
be dealt with some time, and the longer it is post- 
poned the greater will be the cost of change, and the 
greater will be the loss to the country in the discour- 
agement to the free interchange of traffic. In 1889 the 
Chief Commissioner urged upon the Minister of Rail- 
ways that the various colonies should unite in affirm- 
ing that the adoption of a universal gage as absolutely 





necessary in view of the growth of the country and 
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the increasing intercourse between the colonies. Then 
the question should be impartially investigated as to 
which gage, 4 ft. 8% in. or 5 ft. 3 in. can be adopted 
with the least cost and inconvenience. It was pro- 
posed that a board should be created, to consist of the 
Chief Commissioner of each colony with one col- 
league from each colony, to settle the gage to be 
adopted, the proportion of the cost of change to be 
borne by each colony, the probable cost of the change, 
the number of years the cost should be spread over 
and the date when the change should take place. It 
was further recommended that each colony which now 
finds it desirable to build narrow gage lines should ar- 
range its stations, tunnels and bridges with a view to 
the establishment of the unitorm gage evextually, but 
the wisdom of adopting the standard gage from the 
outset should be carefully considered. 

It appears to us that the lesson of the experience of 
those colonies now hampered by a variety of gages, 
and the lesson of the experience of the United States, 
where a vast mileage has been changed from narrow 
and from broad gage to standard, at an enormous cost, 
ought to have weight in the deliberations of those who 
will decide upon the policy to be adopted now in 
England. Indeed, we doubt not that these experiences 
will have due weight, for we have great confidence 
that, after all the talk is done, the practical sagacity 
of the Englishman will prevail. 





French Locomotive Boiler Tests. 





In another column will be found an account of 
some experiments made with a locomotive boiler on 
the Paris, Lyons & Mediterranean Railroad, that are 
remarkable for their completeness. An account of 
the first part of these tests was given in the Radlroad 
Gazette, July 4, 1890. Perhaps the most important of 
the conclusions which the experimenters have drawn 
from the tests are those relating to the length of the 
tubes. They conclude that for the most practical 
efficiency the tubes should not be less than 13 feet, 
nor more than 16.5 feet in length, and that there 
should be as many tubes as the tube sheet will hold 
with a proper distance between them in the plate. 
The conclusion is also reached that tubes with interior 
wings (ai/ettes) like the Serve tube, give better 
efficiency than the plain tube of the same length. 
Among the other conclusions of interest is the one 
about arches in the firebox. The short brick arch 
seems to have been the one that, on the whole, gave 
the most satisfactory results. 

In reading the accounts of these tests it is imperative 
to remember that their value from the standpoint of 
American locomotive practice is limited by the low rate 
of combustion per square foot of grate. What the experi- 
menters have thought to be a very high rate, and have 
used as a maximum, is less than one-half of the maximum 
rate used here. What would have been the results if the 
rate had been as high as it is here cannot be estimated 
with satisfactory exactness. It is clear, though, that 
the best length of tubes would not be more, for when 
the blast is stronger, and there is a higher rate of 
combustion, there is more reason for using a short 
tube so as to reduce the friction of the air and gases. 

It is noticeable that all of the common theories of 
the action of the fire in a locomotive firebox correspond 
with the results of these experiments, and this fact 
makes these tests of real value to engineers in this 
country, and they are of further use, as they have 
given some facts not before known. It is to be re- 
gretted that the conclusions have to be limited by the 
small range of draft, between which the tests were 
made. The range of smoke box vacuum was from 
1.0 inch to 2.95 inches. Now, the range in this 
country is from 1.0 inch to 14 or 16 inches in extreme 
cases. The greater the draft the more coal will be 
used on the grates; here we use from 50 to 190 Ibs. of 
coal an hour per sq. ft. of grate, while these tests had 
only a range from about 20 to 70. 

The conclusion that a 13-foot tube is the most prac- 
tical answers very well for the small draft used in the 
experiment, but when the draft is fully twice as great 
as is the case here, the conclusion may not be a proper 
one. Here, asin France, the first thing sought is a 
high maximum capacity of the boiler, for the trains 
must be hauled. The results showed that when the 
tubes were made long the friction of the gases in the 
tubes was so great that the power was much reduced, 
the draft not being sufficient to blow the fires. This 
is what led to the conclusion that 13 feet is the best 
length of tube for the conditions in France, although 
the longer tubes gave a better economy. It was 
found that 23-foot tubes were more economical than 
shorter ones, but the capacity was so much reduced 
that 13 feet was selected as the most practical length. 

All this conviction about the length was based on 
tests with 2-inch tubes; if the tubes had been increased 





to 3 inches the conclusion might have been different, 
and the best length would probably have been more. 
Equally true is it that if the capacity of the boiler had 
been made greater to meet the demands of service, 
and the draft increased to gain this, the most practical 
length would have been found to be shorter, and, 
perhaps, not more than 10 feet. 

It is in this way that the results of these tests are 
limited when applied to American practice, yet they 
do show some things of real value, and not the least 
is the fact that we need larger grates and more heat- 
ing surface, if we can get it. The small diagram 
shows this fact more plainly than words can describe. 
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The range of the experiments is within the heavy full 
line, and the range of American practice is within 
the dotted line. The slope of the line shows how the 
efficiency of the boiler decreases as the draft is in- 
creased, and more coal is burned per sq. ft. of grate 
an hour. It is not to be expected that in this country 
we can get as great efficiency as was obtained in the 
tests with the less draft. The forcing here can only 
be reduced by adding to the grate area, as no one 
need expect to have the weight of trains reduced. 
Trains will increase in length and weight until a limit 
is reached, but where that limit will be found it is 
impossible now to tell. The use of steam at the pres- 
ent rate, or at a higher rate, must be expected, and 
that means rapid combustion on the grates, and a very 
strong draft. 

So long as the fires are blown by the exhaust, care 
must be taken not to reduce too much the power of the 
cylinders by the back pressure therein, as that would 
defeat the fundamental purpose of increasing the 
efficiency. Now, as the draft cannot be increased be- 
yond what it is on some of the best designs of engines 
here, it is evident that the length of the tubes cannot 
be increased much, unless the diameter is also increased 
so as to reduce the friction of the gases. This almost 
confines the increase of heating surface to an increase 
in the number of tubes, and to an increase of the area 
of the fire box sheets. The number of tubes of a given 
diameter is dependent almost wholly on the diameter 
of the boiler. The diameter of the boiler determines 
very largely the weight; the weight of most of the 
other parts being so nearly fixed by what has been 
found to be good practice, that the variations pro- 
duced by changes in small parts is of little importance 
in comparison with the effect of the boiler on the total 
weight. So then, whatever we do to increase the 
heating surface must be done without much increase 
of the total weight, as that is now as great in the 
newest types as will probably he permitted per wheel 
for some time to come. This weight has reached 23,000 
lbs., and track engineers begin to be scared and want 
to call a halt until they see what is the effect of this 
wheel load. 

fhe diameters of the boilers for eight wheel engines 
have been increased nearly to the limit on tke latest 
designs, and there is little hope for more tubes in the 
future, at least not for enough more to give any great 
increase in the capacity or the efficiency of the boiler. 
Engines that formerly had 54-inch boilers now have 
60-inch; this is an increase of 15 per cent. Some 
have 64-inch boilers, and this is an increase of 30 per 
cent., probably then, for the present, the diameter 
will not be increased much, and the number of tubes 
will not be greater, especially in view of the fact that 
some roads are putting the tubes farther apart, so as to 
increase the life of the tubes, which is much affected 
by the scale that is deposited when the water is bad. 
From this it would appear that whatever increase we 
are to get in capacity and efficiency must come from 
an improved combustion on the grates, and this can 
be done by increasing the area of the grate. 

Bearing on this point is the present agitation of the 
question of how to stop the bulging of the side sheets. 





If the bulging should be found to occur in fireboxes 
where the grates are large, then there is not much 
hope of reducing it by increasing the grate area, and 
thus decreasing the temperature of the fire. But it 
is generally reported that bulging only occurs in fire- 
boxes having small grates, that is, not more than 40 
sq. ft. One fact that argues well for increasing the 
grate area, is that with care in design an increase of 
grate does not require an increase of the total weight. 

To sum up what these French experiments show, 
most important of all is the clear illustration of the 
value of as large a grate as can be properly fired. 
Next in order of importance is the economy that may 
be expected from a brick arch when the blast is strong. 
Least important is the limitation that must be placed 
on the length of the tubes. 

In this country the work should be taken up for the 
American conditions and with the draft increased so 
that we may learn just what are the limits of best prac- 
tice under our conditions. This is the sort of work for 
the shop test committee to take up, and it may be that 
one set of tests of real value by that committee would 
bring out all the money that is needed for the remain- 
der. 

Those who are intersted in the saving of fuel on 
locomotives will find the discussioa at the last meet- 
ing of the Western Railway Club suggestive, as it 
shows how little really earnest attention is given tothe 
matter on most roads, and how meager and inadequate 
is the interest that the higher officers take in plans 
for reducing the fuel per ton-mile. It would seem 
that on some roads the subject of fuel saving is 
avoided by all as a very unpleasant topic, and that the 
few dollars spent for the wages of men to travel on 
the engines and instruct the firemen, and for a few 
clerks to keep an account of the details of the expendi- 
ture of one to two millions of dollars annually for 
fuel, were considered as good as wasted. ‘The other 
side of this matter is that those who handle enyines, 
and those who know of the waste of fuel caused by 
the conditions carelessly imposed by some operating 
officers, also know that it is a poor fuel clerk and a 
lazy traveling fireman or engineer who cannot save ten 
times his wages for a year in the first month after his 
department is put fully on its feet. 





December Accidents. 





Our record of train accidents in December, given in 
this number, includes 66 collisions, 69 derailments and 7 
other accidents, a total of 142 accidents, in which 29 per- 
sons were killed and 90 injured. The detailed list, printed 
ov another page, contains accounts only of the more im- 
portant of these accidents. All which caused no deaths 
or injuries to persons are omitted, except where the cir- 
cumstances of the accident as reported make it of special 
interest. 


These accidents are classified as follows: 
But- Crossing 


COLLISIONS : Rear, ting. and other. Total. 
Trains breaking in two............ 9 0 0 9 
Misplaced SWitclt.......cceccecsees 5 1 0 6 
Failure to give or observe signal.. 4 0 1 re: 


Mistake in giving or understand- 





















ing orders... 0 1 0 1 
Miscellaneous. ..10 2 9 21 
Unexplained 4 10 24 

WO csnsguhersasenean 38 5 20 66 

DERAILMENTS : 

Broken rail........ ecceeccces F [Bodie Cheb oa ce cc cccasssxses 1 
Loose or spread rail......... 3| Misplaced switch............ 2 
Defective bridge............+ 3| Derailing switch............ 1 
Defective switch............. 1| Animals on track........... 2 
Paes cicescdcsassccas S PR MMGMG as ccasedecccctascenxe 3 
Broken wheel.. « SPSMOW OF Mic cadiciccccccaces 6 
Broken axle... 3| Accidental obstruction...... 2 
Broker truck.. - S PUMGRPININEG as occcccecxecks 27 
Fallen brakebeam... a as 
Failure of drawbar.......... 1 NORM digendidicncusawiawus 69 
OTHER ACCIDENTS : 
Broken siderod.......... (gddidecedavsaadderandcasedtadecs dade 1 
Cate tearied Witile TUGMINGies.o icdcccccccccsccccoccéccececes 5 
WOON ao ceccascccdsadcdnnadetvadaseddeqaescdqecaswaeuacie ] 
— 7 
Votal number of accldemtae sss icicdciscccacicacdaccacsacconen 142 


A general classification shows: 


_Col- Derail- Other To- 
lisions. ments, ac’d’ts. tal. p.c. 
11 






Defects Of 1008 sc. cccccsccceccs 0 16 0 16 
Defects of equipment....-.... 9 10 2 21 15 
Negligence in operating. 33 3 5 41 29 
Unforeseen obstructions...... 0 13 0 13 9 
WMG PRED soc ciccccewecssavec 24 27 0 51 36 
MOM cccadasagedaedceencecees 66 69 7 142 100 


The number of trains involved is as follows: 


Col- Derail- Other 
lisions. ments. ac’d’ts. Total. 
30 58 


POMNGUIIEE (aco s ccnicdadcdccenccstenns 24 4 : 
Freight and other...........sceses 95 39 3 137 
BC | COPEL POP CITEL EO POTECC EIT OTE 119 69 7 195 


195 
The casualties may be divided as follows: : 
Col- Derail- Other 







KILLED : lisions. ments. ac’d’ts. Total, 
POT OOMs Res ccc cstcewedniwcendents 13 1 0 24 
inca daxecevcsvesvenseceds 2 0 2 
CME a nndactadcaccdudasadcdcasanss 2 1 0 3 

is Stcuirsideceldenane 7 ©6112 0 29 

INJURED: 
Employees 21 1 58 
Passengers 10 0 w 
CONST ccc cau 2 0 2 

GM Adkedadseestande 33 1 90 














56 


The casualties to passengers and employees, when 
divided according to classes of causes, appear as follows: 


Pass. Pass. Emp. Emp. 
Killed. Injured. Killed. Injured. 
Detsdte OE COONS; kids scccvsiees 0 4 4 6 
Defects of equipment.......... 0 0 0 
Negligence in operating... 2 20 14 36 
Unforeseen obstructions ‘and 
MARTICIONSMORS 00.00 ccvcsecscces 0 0 2 2 
DRERIIAINGE . .occcccresecccccce 0 6 4 13 
EN aseos ce sb-teusseewewaces 2 30 24 58 


Twenty-three accidents caused the death of one or more 
persons each, and 21 caused injury, but not death, leaving 
98 (69 per cent. of the whole) which caused no personal 
injury deemed worthy of record. 

The comparison with December of the previous five 
years shows: 

1894, 1893, 1892. 1891. 1890. 1889 








COPPIAE,, 5 no 5200 0ssaveence 66 34 107 125 82 90 
Derailments.... 69 V7 95 101 111 67 
Other accidents 7 5 10 8 14 11 
‘Total accidents.... .- 142 166 212 234 207 168 
Employees kille Moone tas 2A 24 37 62 25 44 
Others killed..........ccces 5 7 a 23 18 8 
Employees injured......,.. §8 89 110 172 104 = 122 
Others injured...........6.. 32 120 119 159 79 52 
Passenger trains involved 58 64 34 72 80 59 
verage per da 
Accidents é he 4.58 5.36 6.84 7.55 6.68 5.42 
Killed. 1.00 1.32 2.74 1.71 1.68 
Injured. - 6.74 7.39 10.68 5.90 5.61 
verage per accident: 
eal SEEK OSes aa Mowe 0.204 0.187 0.193 0.363 0.256 0.309 
Tmjured.......sceceees seeee 0.634 1.259 1.080 0.415 0.884 1.036 


The number of passenger train accidents of the worst 
class was quite small in December. The crossing collision 
at Waxahachie, Tex., in which two passengers were fatally 
injured, was the worst one. We have no information con- 
cerning its cause beyond that stated in our note of Jan- 
uary ll. The collision at Altoona, Dec. 24, appears to 
have been in no way due to ‘‘a failure of block working.’’ 

The collision at Plainsville, Pa., on the 18th, is said to 
have been quite costly, though only a few peisons were 
injured. ‘The derailment near Washington, D. C., on the 
3d, isa reminder of the risk involved in running loco- 
motives at high speed with the tender foremost. The 
derailment near Wells, Me., on the 10th, is said to have 
been less disastrous than it might have been, by reason 
of the quick action of State Railroad Commissioner 
Chadbourne, who was in the drawing room car, sitting 
neatly over the axle which broke. The conductor started 
to pull the conductor’s valve and apply the brakes, but 
Mr. Chadbourne told him to pull the bell and let the 
engineer make a moderate stop. This was done and no 
great damage resulted from the derailment. 

Ot the fires in cars noted this month three were on 
passenger trains, and one was in an officer’s car, which 
was destroyed,with all its contents, the occupants having 
none too much time to escape with their lives. Fi1es in 
passenger cars standing at stations and in yards have 
been reported from a good many places this winter. 

Near New Haven, Conn., on the 16th, an engineman was 
badly injured by jumping off when he saw a train ahead 
which he expected torun into. The train proved to be 
on another track. Neat New Florence, Pa., the fireman 
of a passenger train was blown off the engine by a high 
wind and was killed. 

Street cars furnished a considerable variety of items 
for the accident list in December. At Oakland, Cal., 
on the 4th, a cable car was struck by a passenge1 train, 
and one of its occupants was killed. An electric car 
was wrecked at Birmingham, Ala., on the 12th in a 
similar manner. At Los Angeles, on the 23d, a passenge1 
in an electric car was killed by the same kind of an acci- 
dent, and at Carthage, Mo., on the 28th, a horse car driver 
drove so fast down a hill that he ran bis car into a freight 
train, injuring several of his passengers. 

There was a bad collision of cable cars in the Washing- 
ton street tunnel at Chicago on the llth, two passengers 
being killed and 29 injured. This case was reported in 
the Railroad Gazelle Dec. 21. On the 29th an electric 
street cat at Oakland, Cal., ran into an open draw, and 
the two men upon it went down into the water, but they 
got out without serious injury. This accident was at the 
Webster street bridge, which has come to have a familiar 
sound in connection with drawbridge accidents. In Phil- 
adelphia, on the 7th, there were two street car collisions 
injuring two persons, and on the 25th two othe1s were 
hurt in the same city from a similar cause. Seven were 
hurt in the same way in Brooklyn, N. Y., on the Ist, ang 
two at Scranton, Pa., on the 30th. Two or more persons 
in carriages were killed on grade crossings at Jamestown, 
N. Y., on the 7th; Binghamton, N. Y., on the 9th; Bridge- 
port, Conn., on the 18th, Vineland, N. J., on the 23d; 
Green Bay. Wis., on the 25th, and Chicago on the 30th. 


Annual Reports. 





Philadelphia & Reading.—This company reports for 


the year ending Nov. 30, 1894. The general results are as 








below: 
Dec. 
1894, 1893. per ct. 
Gross earnings........00.0+0+++-$20,344,775 $22,828,845 10.9 
Working expenses...........0008 11,278,989 13,369,424 15.7 
Diet RACIROR 65 ccskcaseeases $9,065,786 $9,459,421 6.1 
Net from other sources........-. ‘505,633 609,072 
Net from Coal & Iron Co......... 268,553 1,104,196 
Ee OE Ce $9,839,972 $11,172,689 12.0 


11,772,979 
1,933,007 


11,975,032 
802,343 





Rentals, interest &c 


Deficit (twu Companies) .......++ 

The interest on the general mortgage loan, amounting 
to $1,784,607 is included in the fixed charges 
paring this with the deficit of the two companies it is 
seen that the earnings fell short by $148,399 of an amount 
eudicient to pay the charges ahead of the general mort- 


and com- 
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gage interest. But taking into account the probable ne- 
cessaty expenditures for maintaining the physical condi- 
tions of the properties, the aggregate deficiency in meet- 
ing the fixed charges of both companies is about $1,375,- 
769. It is believed that about one million dollars a year 
should be provided for new equipment, for air brakes and 
automatic couplers and for improvements in the line, 
yard, wharves and station. 

The greatest falling off in traffic revenue is from coal 
where the decrease in receipts is $1,543,553. This is 
partly from a decline in the tonnage of nearly 334,000 tons 
and partly from lower rates. The passenger traffic fell off 
$211,172, partly from the depression in business and 
partly, the report says, from the competition of the elec- 
tric railroads about Philadelphia. Merchandise receipts 
show a very serious decline: namely, nearly $730,000. 

The equipment has been fairly well kept up, particu- 
larly in locomotives and passenger and cual cars. The 
freight cars have not been so well kept up, the lessened 
business not requiring them in service. The track will 
require somewhat larger expenditures than have been 
made in the last two years. A new coal storage plant at 
Port Richmond has _ been contracted for, which will cost 
about $160,000 and will be in operation 1n the spring of 
1895, and will, it is estimated, handle coal at a cost of five 
cents a ton and will pay for itself in about five years. 





Lehigh Valley.—This company reports for the year end- 
ing Nov. 30. The miles operated were 1,921, being 18 
miles more than in the year preceding. The principal 


results of operation are as below: 
as Inc. or Dec. 








1894, 1893. per cent. 

Gross earnings. ...... $17.330,594  $18.610.777 =D 7.0 
Working expenses... ... 13,320,829 12, 705.360 I 5.0 

Net earnings. .....« $4,009,765 $5,905,417 D 322 
Miscellaneous receipts . 1,036,053 363,233 

ci. i $5,045,818 $6, 268, 650 D = 19.6 
Interest, fixed charges and 

dividends... ...:0.2- 4918348 5,744,263 


No dividends were paid in 1894, but in 1893 $1,016,342, 
or four per cent. dividend was paid. The eainings from 
coal fell off about $824,000. From miscellaneous freight 
the decline was only about $27,000; from passengers, the 
loss was $502,000. The total tonnage declined about 4 per 
cent., but the ton-miles increased over 5 per cent. The 
ton-miles rate on coal was 0.732 cent as against 0.823 the 
year before. On the total tonnage the average rate was 
0.668 as compared with 0.744 the year before. The passen- 
ger-miles fell from 131 million to 103 million, but the 
avelage passenger rate increased from 1.994 to 2.52 cents. 
This change in the passenger business is significant. The 
loss of long distance passenger travel as compared with 
the World's Fair year is said to have been offsetin a 
large measure by the increase in through passenge1 busi- 
ness from the Seaboard to the West. At any rate the aver- 
age journey iucreased from 20.45 miles in 1893 to 21.32 
fhe most important factor in the change in passenger 
dusiness is probably the opening of electiic railroads 
between many of the largest towns situated on the sys- 
tem, which has taken away the short distance and low 
fare traffic, 

A contract has been made with the Delaware, Susque- 
hanna & Schuylkill Railioad, giving that company traffic 
tights for its coal to New York by water, for 15 years, 
assuring an important traffic. The contract by which 
loaded cars are delivered on floats to the New York, New 
Haven & Hartford Railroad is said to have opened up a 
large traffic, particularly in coal and Western agricultural 
products. The interchange of business under this arrange- 
ment has increased to such volume that it has been found 
necessary to provide two additional bridges at the Jersey 
City terminal for the transfer of cars to the floats. 

Duting the year 2,000 coal cars of 60,000 lbs. capacity 
were contracted for and their delivery is nearly com- 
pleted. The ownership of these cars is vested in the 
Lehigh Valley Terminal Railway Co. under a car trust. 
Out of 51,030 coal and freight cars of the company 13,177 
are fitted with M. C. B. couplers and 8,296 with air brakes. 
The policy has been adopted of abandoning 4-wheel coal 
cars which 1equise large repairs, and 1,824 of these cars 
have been bioken up, being :eplaced by the new 8-wheel 
cars. This substitution has given an increase of 37,796 
tons in coal-car capacity. 

The double tracking of the Mountain cut off has been 
completed and the main line has now a continuous double 
track from the Hudson River at Jersey City to Buffalc, 
a distance of 488 miles. The 45 ft., miter-joint rail has 
proved so satisfactory that it has been adopted as stan- 
dard. 

Work on the pier and storage plant at West Supezior 
has been pushed, and it will be ready for operation on 
the opening of lake navigation. This will give the Lehigh 
Valley Coal Company great facilities for delivering coal 
to the railroads of the Northwest. Furthermore, property 
for a water front yard has been secured in South Chicago, 
and this it is proposed to improve at once for next year’s 
business. 





Certain Chicago Street Railroads.—The reports of 
the Chicago city railroads ate especially interesting 
now in view of the efforts that are being made to 
improve the condition of the elevated roads there. On 
January 8 weie held the annual meetings of the stock- 
holders of the North Chicago Street Railway Company, 
the West Chicago Street Railway Company, and the Lake 
Street Elevated. Of the three roads, the North Chicago 
alone earned its regular yearly dividend of 12 per cent., 
and had a surplus. The West Chicago failed to earn its 








9 per cent. dividend, and was compelled to draw in its 
surplus to make up the balance. The Lake Street Ele- 
vated failed to earn even the interest on its bonds. The 
following are the detailed reports for the year: 

North Chicago Street Railway Co. 





Receipts :— 
Passengers..... cece $499,813 
MARIE PRMD i osc.0ic osc done ctisines a cotocustiesmons 85,805 
$2,565,618 

Expenses:— 

NPRT ONIN vas coi pcivitvgewsn vy cewsinccennes aalp neti $1,347,326 
Interest, Insurance, ete... sidine bimahiclmiaasDeeleles erases 405,648 
$1,812,974 
EE OA os cide od cciciaie Fae die enaaswananeneeecun $752,644- 
Dividend, 12 per Celt cy ee ey 659, 913: 
AMER oa saai oman Gisignp pircnei <sideaioenten ees . $92 731 
Balance to Surplus Actotint, 104... 66 scccieesct $1, 264.345 345 
Balance to Surplus Account, 1895.............. $1 ‘$1 357,076 076 
Total Passengers carried......... eee o0000049,571,483 


The net earnings fell 7 per cent. below 1893 and 2 per 
cent. below 1892. The cost of operating the property was 
54.33 per cent. of the gross receipts. 


F West Chicago Street Railway Co. 
Receipts :— 











PIN 8506554 w'din/ co Kae wnecle a caisaleinedtewed #4, - 453 
APONTE GON COB 6 oh 0i6-0:8ce aic.cv ses eee RY gene Sceice 38.784 
$4,181 181,237 
Expenses :— 
DOO EA UIE ig acccidisseierieciesicinosere oo 000+$2-518.628 
Interest, Insurance, etc..........00000 859,470 
$3,378,098 
PICU TRUER 655 csiniedeacasedsGgassicneee ses $803,139 
DIVIGGHAR DAI 5.66. sss ccsinee'c ces easiniecwetecce) eo 
BONG, cisaiccciiscnesaitaucacecesys Sanreease net $ 381,159 
Total: passengers carried... sc<ssccescessees 85,287,302 
Receipts per car mile, horse car branch lines. 0.2340 
CADIP CEPR, .066:0500663 0.3007 
Expenses per car mile for horse cars.. 0.1838 
** cable cars.... ee 0.1346 


The total number of passengers carried for 1892 was 
94,518,474, and 1893, 107,053,461, which shows a decrease 
for 1894 of 9,231,172 less than 1892, and 21,766,159 less than 
1893. Of course the figures cannot be compared with 1893: 
on account of the extraordinary condition of 1893. 

Electric power is being substituted for horse power on: 
branch lines. which will cheapen the operating expenses. 
considerably. The competition of the Metropolitan Ele-- 
vated will, however, be felt in the coming year, and i is: 
quite uncertain as to the earning of the 9 per cent divi-- 
dend. 

Lake Street Elevated, 


Net Receipts tor 10 months.............66 eeeee $138,005 
FrItELeSt ON DONEE sss Secekceuie Given orcanee sednece. —eeetoe 
MIRON. cisismmenacee dive eseces, sp eswaonaesenacecn. $146,725, 


The average number of passengers carried daily is only 
27,135, while in order to pay operating expenses and 
fixed charges it would have to average 50,000. 

Chicago City Railway Co. 

The annual report of the Chicago City Railway Cota- 
pany to the stockholders was made January 15, and shows 
a considerable falling off in the earnings. Only 13.53 per 
cent. was earned, against 27 per cent. 1893, 19.01 in 1892. 
and 17.27 in 1891, The following are the essential features 
of the report: 


Receipts :— 
SARBRN REY CALNINED 6 oi5c6'sis0ics esd aaeisasin’ snecnced $4,239, 749 
MOREE ROMMCME 0G i5ic.c/sinss.c/o.0 arcing yeuate va vieucasoute 24,869 
MIA ccs onic heeuipntes ais Reraiesranisisle saa ameatie cap etre $4,264,618 


Expenses :— 
Operating expenses, 






SIENA MICO AIG LOMO, 50 5 o:010 ois a0'0's ve sevies ews ++ ++ $2,838, 684 
MROTORUOU! DOMES. « oic'0c sissies eciseeosasclesas csoee 207,878 

MME ae olson ale Gis ih aisie sine ie eiciains A clslwe cine roe ona $3,046. 562 
Net earnitigs, 13:53 per cent......0. ccsseseccaceed $1,218 .057 
Dividends, 17 Per Cent... ice ccvicciscesese eeeeee 1,080,000 
Balance to surplus account..........ecceeees «+. $138,057 
Number of passengers carried............... . 84,794,987 
Car niles BOT CROIS CALS 6. 6054508 5 csc cue ewsames 35, 231° 400 

** horse cars. . 
* ** electric cars. 

MRNA ers iawiiewie sa nwseaerenees 

Operating expenses per car mile forcablecars $0.0997 


horse ‘* «2539 
electric cars -1690 


“ iy “ “6h 


One of the most surprising features of this report was 
the high cost of operating the electric and horse-car lines. 
The West Chicago Company made a better showing on the 
horse-car lines, but did not do as well on the cable as can 
be seen by a comparison of the reports. 








The Pooling Bill. 


The Senate Committee voted on Tuesday of this week: 
to report the Patterson bill to the Senate as it came from. 
the House, without amendment, but several members off 
the committee submitted to the rejection of their amend-. 
ments under protest, and state that they will bring them 
up in the open Senate. Senator She1man’s proposal to 
amend the bill by tacking ona section regulating sleep- 
ing car fares seems to have been rejected by the com- 
mittee without much ceremony. Jt remains to be seen 
whether the Senator will press his amendment when the 
bill comes up in the Senate. Mr. Morrison’s proposed 
amendment was also 1ejected, but only by a tie vote. 
The substance of his proposals was that the commission 
might, before approving a pooling contract, not only 
“inspect it,’’ as provided in the Patterson bill, but make 
such ‘“‘investigation and consideration’’ as might be 
deemed proper; and that the commission should disap- 
prove a pool whenever it should be of opinion that it 


would work injustice ‘‘for want of necessary restrictions . 


and limitations.’’ 

The first of these proposals would ieave the way open 
for the Commission to take up almost any question con- 
cerning rates on railroad, whenever a pool should be pre- 


sented by that road. This would, of course, be strenu-. 
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ously objected to by any member of Congress who be- 
lieves in the rightfulness of unrestricted pooling. Un- 
doubtedly many members do thus believe. While the tule 
probably would not work much harm in practice. 
its effect could only be mischievous, for it is the duty of 
the Commission to investigate and give publicity to any 
important abuse in connection with rates on any road, 
without waiting to make some action by the road an ex- 
cuse for moving in the matter. Mr. Morrison’s second 
idea evidently contemplates the incorporation in pooling 
contracts of an agreement not to raise rates; but here, 
again, he adopts a roundabout, and probably ineffective 
means to accomplish an end which may or may not be 
desirable. Even if it should be right in any given case 
for the Commission to exact some promise about rates 
before approving a pool, the promise should not be incor- 
porated in the pool. A pool might last and be perfectly 
successful for a year, or five years, where the rates might 
need changing every six months. 

The fortunes of this bill are still beclouded, and not 
till it is taken up in the Senate, which has not been done 
as we go to press, will its fate be known. Press de- 
spatches of Tuesday night say: 

Since the bill reached the Senate there has been a great 
pressure to defeat it, and equally as much to secure a 
report of the measure without amendment, for the reason 
that its friends feared any change in the text of the bill 
as it passed the House would imperil it if again sent 
back to that body. Its opponents, mindful of this weak- 
ness in the position of the bill, sought by every means to 
accomplish its amendment. The vote on all amendments 
was the same—s to 5—and all were lost. Those who 
voted to amend the bill were Messrs. Gorman, Smith, 
Chandler, Wilson and Lindsay. Those who voted for the 
measure just as it came from the House were Messrs. 
Brice, Camden, Wolcott, Butler and Higgins. 

It appears that the petty political quarrels of Congress- 
men have influenced some of the opposition to the bill, 
and some not very level-headed Senato1s have just found 
out that they wish to offer various amendments. Besides 
all these hindrances, we are rapidly drifting toward the 
close of the session, when the very perplexing currency 
question is liable to overshadow everything else. 





The latest folder of the Atlantic Coast Line is made on 
a somewhat novel plan. It consists of six maps, eacy 
filling an ordinary folder page and each showing the 
routes traversed by the sleeping cars of a particular 
train. The six pages therefore furnish a guide to the 
through cars on the three south bound and three north 
bound through trains over the Atlantic Coast Line 
between New York and Florida. The general principle 
of the map issomewhat like that of the ‘‘common sense 
time-table’’ issued by the Burlington road in 1892, but 
there is no time-table or list of stations arranged in col- 
umns after the usual fashion, nothing but a map with the 
names of the places at which the through trains stop, and 
under each name the time at that place of the train to 
which the map refers. The route of the sleeping cars is 
shown by a heavy red line, and the roads over which the 
principal connecting trains rum are shown in heavy black 
lines. No side lines or connections are shown, except to 
these few principal points. For example, the map for 
train No. 35 leaving New York at 9 A. M., with four 
sleeping cars, shows a ted line through to Port Tampa 
and branch red lines to Macon, Thomasville and St. 
Augustine. Branch black lines are shown to Norfolk, 
Wilmington, Columbia, Brunswick and Palm Beach. The 
map for the New York and Florida special shows a single 
red line from New York to St. Augustine, all the branches 
being black. This map makes a vety intelligible presenta- 
tion of the information desired. The others are slightly 
less satisfactory, as where the trip of a sleeping car is 
partly on the main line and partly on a branch it is nec- 
essary to refer to the text at the foot of the map to learn 
full pirticulars. On the whole the folder is an interest- 
ing experiment, and we hope that the times and runs of 
the cars will not be changed often enough to make the 
cost of new map plates too heavy. The ordinary time 
table is a puzzle to the inxepetienced traveler, and often 
so much condensed as to exasperate the experieuced. On 
the other hand, the convenient and clear tables, printed in 
large type and with room enough to show every train in 
its proper place, which some roads issue for their best 
trains and a few roads for all trains, seem to be too costly 
to come into such general use that the public may get 
familiar with their stye. The golden mean, not so expen- 
sive but that all roads can afford to adopt it and circulate 
copies freely, seems to be yet in the future. 





A friendly suit has been begun in the Supreme Court 
at Albany, N. Y., to test the new constitutional prohibi- 
tion of free passes as applied to notaries public. The 
suit is brought by the Attorney General against William 
F, Rathbun, an attorney for the Delaware & Hudson 
Canal Company, who rode on a pass between Cohoes and 
Albany on January 2. If Mr. Rathbun should be found 
guilty of a misdemeanor, and be put in jail, he would 
probably regard the suit as anything but ‘‘friendly,’’ and 
would wish that he had stayed in Cohoes. 


The Connecticut Legislature passed a law,!ast Tuesday, 
that no electric, cable or horse railroad shal! hereafter be 
constructed across the tracks of any steam railroad at 
grade; and no steam railroad shall hereafter be con- 
structed across the tracks of any electric, cable or horse 
railroad at grade. It went into effect at once, and the 
Proposed electric road across the New York, New 


Haven & Hartford, at Bridgeport, would seem to have 





been effectually stopped, the New Haven company having 
succeeded, by injunction, in staving off action uztil after 
this bill was passed. 


TECHNICAL. 


Manufacturing and Business. 
The Lapham Brake-Shoe Co., of Bloomfield, N. J., has 
elected the following officers: President, Thomas Mil- 
burn; Vice-President, Leroy W. Baldwin; Secretary and 
Treasure1, W. De Hart; Directors, A. B. Rogers, Henry 
E. Bowers, Joseph D. Gallagher, W. De Hart, L.W. Bald- 
win, Harry G. Darwin, and Thomas Milburn. : 


The Taylor Hydraulic Air Compressing Co., with a 
capital of $500,000, is applying for a charter from the 
Dominion Government, with headquarters at Montreal. 

Mr. Frederick F. Culver, General Manager of the 
Unadilla Valley Railroad, 80 Broadway, New York City, 
reports that the company is in the matket for two turn- 
tables. 

The Bethlehem Iron Co. will erect four 40-ton basic 
open-hearth furnaces and nine soaking-pit furnaces. A 
large universal mill will also be erected for them by 
Mackintosh, Hemphill & Co., of Pittsburg. 

The Block-Pollak Iron Co., of Cincinnati, O., and 
Chicago, has purchased the Richland Railroad, of Nash- 
ville, Tenn., seven miles in length. This road was laid 
with 46-lb. rails, which are for sale, together with the 
rolling stock, consisting of 4 dummy engines (Baldwin 
make) and eight passenger cars (open and closed). It is 
the intention of the Block-Pollak Co. to rebuild the road 
as an electric road in its place. 

The Ballasting Plant Company has been formed in Lon- 
don to manufacture under the patents of Mr. T. Rodgers 
aud others the ballast trucks and ‘‘plow spreaders’’ for 
ballasting railroad track. The capital of the company is 
to be £7,500, issued in £1 shares. The cats have been used 
for some time on the Great Western Railway of England. 
They ate very familiar in America, and have a good 
record for their work on railroads in this country. They 
were illustrated in the Rai/road Gazette of Jan. 12, 1894. 

The Dressel Railway Lamp Works,of New York City, has 
secured a charter in New York to manufacture and sell 
railroad and marine signal lamps and lanterns and rail- 
road supplies. George C. Dressel, Frederick W. Dressel, 
of New York City, and Charles H. Dressel, of Mount 
Vernon, are the directors. 

A company called the DeKalb Railroad Car Ventilation 
Co. has been organized to make the DeKalb ventilating 
car window and introduce it in the railroad field. The 
window will be made under the patents of Mr. C. E. 
DeKalb, of Syracuse, N. Y. It was very fully illustrated 
and described in the Ratlroad Gazette of March 2, 1894. 
The officers of the new company are Isaac B. Newcombe, 
President; W. W. Newcomb, Secretary, and General 
Superintendent, E. E. DeKalb, of Syracuse. These are 
the directors with Frank McAuliffe. The main office of 
the company will be at 35 Wall street, New York City. 


The Acme Metal Co., of Chicago has combined the 
manufacture of its well known Acme anti-friction Babbitt 
metals with the Thayer car journal bearings, which are 
well and favorably known fo1 their superior qualities. 
The company has recently established an agency in New 
England under the management of Mr. A. W. Young, 
with an office at 152 Federal street, Boston. 

The Standard Paint Co., of 2 Liberty street, New York, 
received the oider for insulating paper for the Merchants’ 
Despatch Transportation Company’s new refrigerator cars 
as noted in this column last week. The order for this ma- 
terial, however, is much larger than was made to appear. 
The Standard Paint Co., received an order for 414,60) sq. 
ft. of 2% ply Giant P. & B. paper for each of the two 
car companies building the 300 cars ordered by the 
Merchants’ Despatch. The Standard Paint Co. has also 
orders for considerable repair work for the Merchauts’ 
Despatch, and altogether the orders from that company 
amount to about 1,000,000 sq. ft. of ‘‘P. & B.’’ insulating 
paper. 

The Youngstown Bridge Co. has been awarded the 
contract fo1 a six span bridge at Clarksville, Ark. ; a bar 
miil building for the Obio Steel Co.; a mill building 85 
ft.x200 ft. in New York; and the South street bridge at 
Warren, Ohio, consistiag of three 70 ft. girder spans, 

The Boston Herald recently published a short history 
of each of the several firms in Boston which have passed 
through 50 years or more of active business life. The 
only one mentioned as dealing in railroad supplies is the 
Boston Belting Co. The manufacture of rubber was first 
introduced in Roxbury (now a part of Boston) in 1828 by the 
Roxbury Rubber Co. In 1844 Mr. Charles Goodyear, whose 
name has long been identified with the rubber business, 
secured the controlling interest in the firm and the name 
of the company was changed to the Goodyear Mfg.Co. This 
was again changed in the folJowing year to the Boston 
Belting Co. That company continues to retain the ex- 
clusive right to manufacture all kinds of mechanical 
goods, such as belting, hose, packing, springs, valves, etc. 
The business of the Boston Belting Company steadily 
increased, the factory buildings cover about three acres of 
land, and employment is given to more than 500 men. 
The company now has a paid up capital of $1,000,000, 
with a surplus of about $600,000. The principal store 
and office is at 256 Devonshite street, Boston, with 
a branch store at 100 Chambers street, New York city. 
The directors and officers of the company are: W. S. 
Eaton, James Bennett Forsyth, James Pierce, George A. 











Miner, George Whitney, George H. Forsyth and J. H. D. 
Smith. The officers are: President, W. S. Eaton; Manu- 
facturing Agent and General Manager, James Bennett 
Forsyth; Treasurer, J. H. D. Smith. 

The Niles Tool Works Co., of Hamilton, O., has re- 
cently received an important order fo1 tools from France, 
which will be interesting and gratifying to all friends of 
the company and those concerned in the giowth of the 
demand for tools of American manufacture for export. 
The order is from the Atbel Company, of France, manu- 
facturers of the well-known Arbel wrought-iron wheels 
whose handsome exhibits at the Wo1ld’ Fair will be re- 
membered. This firm is making an extensive enlargement 
of its plant at Douai, France, and the order is for all 
the machine tools to be used in this plant. It will include 
heavy geared slotters, lathes, boring mills, hydrostatic 
presses, special axle lathe, etc. These machines will be 
driven by electric motor, and the plant, we understand, 
is to be so arranged that there will be no overhead belt- 
ing or line shafting. 

Iron and Steel. 
A meeting of the stockholders of the Birmingham Rolling 
Mills Co. was held a few days ago, and then it was voted 
to increase the capital stock from $500,000 to $800,000 and 
to erect a steel mill. Machinery for this plant has been 
contracted fo1 in Pittsburg. 

The South steel mill of the Lackawanna Iron & Steel 
Co., at Scranton, Pa., resumed operations Jan. 16, on 
double turn, employing 700 men. The North steel mill 
also started up on douple turn last week with 1,500 men 
at work. ‘ 

The Bessemer Land & Improvement Co. has purchased 
the steel plant at Fort Payne, Ala., which will be torn 
down and moved to Bessemer. The question of the man- 
ufacture of steel in the Birmingham district has been 
agitated for several years, but this is the first move in the 
direction. 

New Stations and Shops. 
The Cleveland, Cincinnati, Chicago & St. Louis has de- 
cided upon the location for its new and extensive shops 
at Wabash, Ind., which are to replace the shops burned 
last Octobe1. Plans for the new buildings are now being 
made, and the officers expect to commence work early in 
the spring. The shops will be much larger than the old 
plant, aud built on entirely different plans. 

The Western Maryland has decided to build a handsome 
new station at the intersection of its line with West North 
Avenue, Baltimore. Asite about 100 ft. x 230 ft. has been 
purchased. The new station will obviate the necessity 
of hauling passengers through the Pennsylvania tunnel. 

The Cotton States and International Exposition Com- 
pany intend to build in the grounds a decorative concrete 
arch 150 ft. long. Plans from Mr. Fr. von Emperger, New 
York, are under consideration. 

The Pittsburg, Wheeling & Kentucky, operated by the 
Pittsburg, Cincinnati, St. Louis & Chicago, has let the 
contract for a new passenger station and office building 
at Wheeling, W. Va. The successful bidders were John 
W. Beltz, Son & Co., of Wheeling, W. Va., for the super- 
structure, furniture, etc., and Hallock Bros., of Wheeling, 
for the stone work. The prices are not made public, but 
the structure will cost approximately $50,000. The 
building wiil be three stories high on the east side, facing 
the Ohio River, and two stories on the west, facing the 
end of Eleventh street. The plans we1e made by Chief 
Engineer Becker, of Pittsburg. The building will be of 
pressed brick, with ornamental stonewo1k. The first 
story will be used for express, baggage, and storage 
tooms, and the second, on the level of Eleventh street, 
for passenger waiting-10oms and ticket offices. The third 
story will accomodate the general offices. The waiting- 
‘rooms will be 25 ft.x35 ft., and 30 ft.x35 ft., with 
ticket offices between. There will be train sheds 300 ft. 
long, coveted with the projecting roof of the building, 
and stands for hacks, express wagons, etc. A _ stone re- 
taining wall, 200 ft. in length, will be built along the 
river bank, and the space filled in for the switches and 
sidings. ‘The station is to be completed by July. 

The Nicaragua Canal. 
The latest news that we have of the Nicaragua Canal 
bill in the United States Senate is that its friends hoped 
to get a vote on this day, Friday. This, however, seems 
to be contingent on other affairs, and perhaps the final 
test will not come too soon. 

Interchange of Cars. 

A Committee of the Master Car Builders’ Association 
sends out this circular: There has been a tendency for 
the past few years in the deliberations at the Master Car 
Builders* Conventions, and in the actions of these con- 
ventions, to put upon car owneis, in the rules of inter- 
change, more and more responsibility for defects in 
freight cars, and it is now the intention of the committee 
to see whether the matter cannot be put in such shape as 
will decrease not only the cost for repairs to the rail- 
roads of the countiy, but will also eliminate the serious 
detentions to cars which occur at all interchange points. 

The idea is to have cars pass from one road to another 
if in safe condition for movement, and that the inspec- 
tion in so far as stopping cars at junction points is con- 
cerned, shall be made simply for safety. It should be 
considered that the railioads, when moving foreign cars, 
are paying to their owners, for their use, a sum, in a 
general way, adequate to cover all natural wear and teat 
and replacement of equipment destroyed and worn out; 
so that, in a genetal way, the owners of cats are paid for 
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the cost of 1epairs necessary by foreign mileage of their 
cars. It is probably time that the selfish view, as acted 
ppon at interchange points in endeavoring to make the‘con- 
necting lines stand all expense possible in repaits of cars 
which may be offered for movement, should be considered 
as no longer serving the individual interest of 1ailroad 
companies. 

It is desired to have a full expression of opinion, 
especially in connection with the questions following: 

First. How many men do you employ as car inspec- 
tors, whose service could probably be dispensed with if 
the inspection were made for safety only, instead of being 
made for protection also, as is now necessary under the 


rules of interchange? ° 

Second. Are you in favor of owners being held respon- 
sible for the condition of cars except in case of accident 
or casualty, no repair to be made except by owners, 
unless the car is in unsafe condition to run? 

Third. If so, have yoa any suggestions to offer as to 

what shall be considered prima facie evidence of unfair 
usage? 
_ Fourth. If this rule were adopted, would you restrict 
its application to roads owning a certain number of cars 
per hundred miles operated? If so, what would be your 
recommendations? 

Fifth. If not in favor of an absolute responsibility of 
owners, are you in favor of increasing the number of 
parts included in rule number eight? If so, please 
enumerate parts; and, if necessary, conditions. 

Sixth. If you would recommend a greater number of 
parts for which owners are responsible, than those for 
which they are not, would you recommend changing the 
rule to read: ‘‘Owners will be responsible for all defects 
developing unde: fair usage, except’’ (giving exceptions 
you would recommend)? 

Seventh. If, in your opinion, these questions do not 
cover the ground fully, will you please aid the committee 
by giving your ideas on the subject, regardless of, or in 
addition to the questions? 

The Trident Water Meter, 
The Water Mete1 Commission of New York City has 
officially approved and adopted the Trident meter for use 
in that city. A stock of meters is placed in the yard at 
the foot of East 24th street to be tested and sealed by the 
officers of the Department of Public Works, after which 
they are ready for prompt delivery. 
A Trestle Accident, 

On the 9th a trestle fellon the Toronto, Hamilton & Buf- 
falo Railroad near Dundas, Ontario. It is a new structure 
and the accident took place duting construction. The 
greatest height is 64 ft., and just as one of the tallest 
bents had been raised, 16 out of 24 bents fell. Three men 
were seriously hurt. 

Car Heating. 
The Gold storage system of heating has been put iuto 
operation on some of the cars of the Caledonian Railway 
of Scotland. It is used on trains between Edinburgh and 


Glasgow. 


THE SCRAP HEAP. 
Notes. 

The Staten Island Rapid Transit Railroad Co. has 
under consideration the advisability of changing the 
motive power of the 10ad to electricity. 

At Merrill, Wis., on Jan. 17, the man who wrecked a 
train neat Tomahawk Juuction, in October last, by saw- 
ing off the stringers of a pile bridge, was sentenced to 
25 years in State’s prison. 

The cat sheds of the West End Street Railroad at 
Columbus avenue, Boston, were burned on the night 
of Jan. 16, together with 60 cars and other property, all 
amounting to about $105,000. 

On Jan. 20 the Midland Railway of England ran a pas- 
senger train to the Liverpool dock, thus opening a line 
by which passengers from America can take the cars from 
the ship’s side at Liverpool direct to London. 

The Railway Gate Co., of Buffalo, has been organized 
to manufacture and sell the Wilder Patent Railroad Gate. 
The capital is $9,000, and Jacob K. Eckert, John N. Gottra, 
Loren F. Boies, Robert C. Hickok and Thomas Eickinson, 
of Buffalo, are the directors. 

A Philadelphia despatch reports that President Roberts» 
of the Peunsylvania road, in the circular notifying his 
subordinates to take care to obey the New York law for- 
bidding State officers to use passes, also instructed them 
to ‘‘apply the same theory, in a measure,’’ to Pennsyl- 
vania and other States. ; 

The contributions of Southern cities for the destitute 
people of Nebraska up to Jan, 15 amounted to 17 cars of 
provisions, clothing and coal. Coal and grain have been 
contributed at various towns in Central Illinois and else- 
where. Some of the despatches from IJllinois report that 
the railroads are not liberal in catrying these supplies 
free. 

The new power house for the Hartford Street Railway 
Co., is now completed and is said to be one of the finest 
in the New England States. It is 66 ft.x230 ft., entirely 
fire proof, no wood work at all being used about the 
building. It was designed and built by the Berlin Iron 

Bridge Co., and is covered with patent anti-condensation 
corrugated iron roofing. 

The Governor’s Council of Massachusetts voted on Jan. 
17 in favor of pardoning Messrs. Sanboin and Bailey, 
officers of the Old Colony road, who ate now in jail at 
Plymouth, for inciting men to riot at Abington last 
August, but at last accounts the Governor had not acted 
on the advice of the council. The other four railroad 
officers who were imprisoned have been released, their 


terms having expired. 

The terrible explosion at Butte, Mont., on Jan. 15, ap- 
pears to have originated in a hardwate store, the first and 
most fatal shock having been due to the explosion of a 





laige quantity of dynamite in the store. The damage from 
the fire and explosion in the railroad yards adjoining 
seems to have occurred after the conflagration had become 
uncontrollable in consequence of the first explosion and 
the disabling of the firemen by it. 

The various insurance companies who suffered severely 
in the great lumber fire in Chicago in August, 1894, have 
joined issues and presented claims against the Burlington 
aggregating over a million dollars, on the ground that the 
fire was caued by sparks from an engine of that road, 
claiming that they have sufficient affidavits of pe1sons 
who were on the ground at the time and just prior to the 
inception of the fire to prove that sparks from a switch 
engine set the fire. 

The Chicago Assistant Corporation Counsel has filed a 
cross-bill in the litigation against the Illinois Central for 
operating turnstiles at way stations in Chicago in con- 
nection with its train service. The position now taken by 
the city will bring up again the lake front case, and it is 
proposed to take all the evidence possible, that it may be 
made a matter of record for future use regarding the 
original ownership of the property. The court is asked 
to cause the 10ad to remove all turnstiles north of Twelfth 
street, and to allowthe public free access tothe lake 
shore. It is attempted in the proceeding to have the turn- 
stiles declared a public and private nuisance. 


The Illinois State Board of Railway and Warehouse 
Commissioners heard evidence and arguments last week 
at Chicago in the complaint of the Mexican Anola Soap 
Co., of Peoria, against the Rock Island and the Peoria 
& Pekin Union, alleging that the defendants refused to 
accept a car of freight from the Burlington road for deliv- 
ery on their tracks near the factory of the complainant. 
The defense of the Rock Island was that the Burlington 
had its own terminals at Peoria, adequate for handling all 
its business; that defendant could not in justice to its 
own patrons overcrowd its own terminals by taking 
freight trom other roads having terminals of their own; 
that the Burlington had never asked it to take the freight 
and that that road would not accept freight from the de- 
fendant for delivery on its tiacks. The answer of the 
other defendant was that its tracks were leased to a num- 
ber of other roads, and, therefore, it could not do it if it 
desired. 

Buffalo Grade Crossing Improvements. 

The engineering department of the New York Central 
is now preparing specifications preparatory to letting 
coutracts about Feb. 1 for some of the work to be done in 
Buffalo in connection with the depression of tracks and 
construction of overhead bridges at several streets near 
the Exchange-street passenger station. It appears that 
the present freight house at Green street will have to be 
abandoned after the new line is constructed, and the 
company is to build at once a large new freight house on 
the site bounded by Michigan, Exchange, Chicago and 
Carroll streets. The building will be 880 ft. long and 
will have 36,000 ft. of floor surface. The office building, 
separate from this, will be 40 ft. x 48 ft. On the south 
side of this freight house there will be 20 team tracks. 
Shipbuilding for 1895. 

The contracts for new ships now in hand indicate a 
fairly prosperous year in this industry. The Marine Re- 
view publishes the following list of vessels under contract 
Jake ship yards each year for nine years past: 




















December 31. ~~ of gat ae. Valuation. 
Te ee 31 65,750 $4,074,000 
SO sscsiscaaecwcs sesee 60 108,525 8,325,000 
DEN masiwinbnewe- mains 59 100,950 7,124,000 
i cvtetetcubseunenn 56 124,750 7,866,000 
BS) wis veh aierciewnicat'e 38 }77,950 5,337,000 
J Re es 45 76, 4,896,000 
1892.. 49 68,470 6,909,500 
SEs ee scn pines sesecws 28 26,400 2,538,500 
hadi spear 29 "33/150 2,932'500 

DRS cacti 395 681,945 $50,000,500 











The Northland, valued at $700,000, is included in the 
contracts of December 31 last. This tonnage will not 
much more than replace that lost during the past season 
viz., 31,415 tons, but there is a probability of several 
other large contracts being placed within a month or so. 

The ships under contract on the coast are valued at 
$5,069,885. ‘This includes the two American liners build- 
ing at Cramp’s yard. In river yards contracts for $208,000 
worth, mostly steamers, are reported. The value of war 
vessels now under construction is $22,156,000, including 
engines of 85,950 horse power. 

The Lake Carriers’ Association. 

The third annual meeting of this association, which 
represents about 600,000 tons of lake shipping, was 
opened at Detroit on the 8th inst. William Livingston, 
Jr., of Detroit, was elected President, and most of the old 
board of offcers and managers wasre-elected. The report 
of the Board of Managers dealt with the various matters 
interesting the association; detailing their efforts to re- 
duce terminal charges, procure better lighting and bouy- 
ing of the channels, prevent obstructions to river: naviga- 
tion by bridges, and to procure the enactment of a 
satisfactory bill governing rafting. They objected to the 
Immigration bill, which prevents hiring seamen of 
Canadian residence; mentioned that they had notified the 
Interstate Commerce Commission that they would op- 
pose the application of the Chicago rail lines for exemp- 
tion from the operation of the long and short haul clause 
in the case of traffic competing with the lake route, and 
advocated the purchase by the Government of a dock at 
the Soo, for the purpose of improving the eastern approach 
to the canal. 

The meeting opposed the Fithian Free Ship bill, and 
the Legislative Committee was instiucted to co-operate 
with the Atlantic Coastwise Association in opposition to 
the bill, ‘‘if there are any indications of its passage by 
the present Congress.’’ A resolution giving right of way 
to the Northern Steamship Company’s vessels at the lock 
of the St. Mary’s Falls Canal was defeated. The vexed 
question of fuel charges to coal-carrying boats was taken 
up. It has been asserted that coal shippers, or their 
agents, refuse to charter vessels unless they will buy fuel 











coal at from 30 to 40 cents per ton more than is charged 
by dealers who are not in the shipping business. After a 


warm but one-sided discussion of the question, in which 
it was asserted that last season in Buffalo vessels had paid 
$80,000 in excess of fair prices for fuel coal, it was re- 
solved, among other things, ‘‘that the practice is a species 
of extortion contrary to the spirit of free institutions and 
has attained the proportions of an unbearable evil.’’ A 
committee was appointed which drew up an agreement 
not to purchase fuel coal of shippers at Buffalo, whe1e 
anthracite is shipped, and at other ports not to pay above 
wholesale rates; both agreements to be operative when 
300,000 tons have signed. : 
The probable effect of the Chicago drainage canal on the 
level of the lakes was discussed and it-was pointed out that 
any lowe1ing of the surface would be more disastrous for 
the small harbors than for the large, as they would have 
greater difficulty in procuring appropriations for dredg- 
ing. In view of the very great interests involved it was 
uiged that there should be an examination of the subject 
by a board of experts to the end that the facts may be au- 
thotritatively determined The managers called attention 
to the necessity for a larger waterway between the lakes 
and the Atlantic, saying: ‘‘When the United States Gov- 
ernment adopted the 20-foot channel project the vessel 
interests found themselves supported by the whole West 
and Northwest. The same support can be obtained for a 
new project to be undertaken as soon as the 20-foot chan- 
nel is provided for.’’ The Board made no recommendation 
as to the route, and the Buffalo interests came promptly 
forward with an endorsement of the Seymour plan. 


Concerning Passes. 

We take the following from the New York Suz: When 
the police we1e withdrawn from the Pennsylvania road 
at all crossings and stations yesterday there was much 
gossip as to the reason. Mayor Hopkins explained, ‘‘I 
wanted transportation for the committee being sent to 
Washington to-night to work for the new Post Office, and 
I asked the Pennsylvania Company to help me out. They 
sent me back word that there was no one here in Chicago 
who had the authority to issue passes, and that they 
would have to wire East for them. I thereupon returned 
answer that it was high time this company had some re- 
sponsible Chicago agent, and J foithwith deprived them 
of the privileges they wete enjoying through the use of 
the police. I withdrew every officer working along their 
line, and it did not take the company long to find some 
responsible man here in Chicago empowered to act for 
the company.’’ ‘*Did you get your passes?’’ ‘‘I cer- 
tainly did.’’ ‘‘Are the police going back now?’’ ‘‘Yes. 
The company has seen fit to accommodate the city, and I 
am going to let them have the police again.’’ . 

Concerning this the Suz says: ‘‘Mr. Mayor Hopkins 
got the passes. He seems to be proud of the fact, but if 
the facts are as asserted in the despatch, Chicago has very 
good reason to be ashamed of him. Theie are ceitain re- 
marks about blackmail and extortion that suggest them- 
selves, but it is well to be polite with Mayors. They do 
not seem to be wiser than other persons. We should like 
to ask Mr. Hopkins, howeve1, if the Pennsylvania Com- 
pany in Chicago is not entitled to have its property and 
its passengers protected by the police? It is his duty as 
Mayor of Chicago to see that the laws are enforced; and 
unless limited anarchy exists in Chicago it is an inevi- 
table mandate of the law that the Pennsylvania Railroad 
Company be protected. Mayor Hopkins does not possess 
the 1ight to declare a company or an individual an outlaw. 
Practically he did declare the Pennsylvania Company's 
property in Chicago to be beyond the protection of the 
law. This was bad enough, but the motive of the out- 
lawry was worse. He tried to pick the pockets of the 
stockholders of the Pennsylvania Railroad of the sums 
that the fares of certain persons wishing to go to Wash- 
ington and lobby and come back free of cost would 
amount to,’’ 

Burial ot a Freight Train in a Coal Mine. 

A despatch from Hazleton, Pa., January 18, reports that 
on the night previous, at Audenreid, a freight train of the 
Lehigh Valley fell into a hole where the track, lying 
above a coal mine, had been undermined; and that the 
tender and several cars went out of sight. According to 
the first despatches the hole must have been 500 ft. deep, 
more or less, as 50 cars were said to have fallen in. 
Later and niore temperate accounts seem to indicate that 
the engine got over in safety, and that the tender and first 
six cars fell below the level of the track. The firemen 
is said to have been poking the fire at the time the tender 
broke away from the engine, and to have been saved only 
by his tight grip on the poker. 

Reports of this kind from the coal regions are coming 
to be somewhat frequent, though it will be necessary to 
turn on the reporters’ fancy with still higher pressure in 
order to equal the 1eport of the subsidence at Lindal 
Bank, England, on Sept. 22, 1892, when seven or eight 
tracks of the Furness Railway, on an embankment, sank 
on account of the caving in of a coal mine beneath. The 
engine of a freight train plunged in head first, leaving 
nothing but the cab in sight. A wiecking train was sent 
for at once, but by the time it got there the engine had 
fallen through, out of sight, 100 ft. or more, and at last 
accounts it ‘‘remained buried there to puzzle postetity.’’ 
Lehigh Valley Coal Dock at Chicago. 

The Lehigh Valley Coal Uo. has obtaired possession of 
dockage at 100th street, Chicago, for $200,000. It will 
establish a large coal shipping dock, from whicn the 
supply for ihe West, Southwest aud Northwest will be 
distributed. Plans have been made to build an iron struc- 
ture, and outside of this $175,000 will be expended in 
improvements within the next six months. 

The Street Railroad Strike in Brooklyn. 


The strike of conductors and moto1mien of the electric 
street railroads, in Brooklyn, which began on January 14, 
has ptoved to be a long and bitte: contest, and as we go 
to press it is still unsettled. The companies have suc- 
ceeded in putting some new men at work, but mote than 
half the lines in the city are still practically idle. The 
trouble has been due chiefly to the acts of lawless mobs, 
and it is charged even by conservative observets that the 
Mayor and other city authorities have pursued a weak 
policy, in consequence of their sympathy with the strikers. 
The police were unable to maintain order, and on Sunday 
last the State militia.of Brooklyn and New York City 
were called out in force. Every car that runs is accom- 
panied by policemen, and all car houses and other rally- 
ing points have to be guarded by troops. Obstructions 
have been placed on the tracks every day in many differ- 
ent parts of the city, and wires have been cut in scores of 
places. On Monday the linemen, some five 01 six hun- 
dred, decided to strike and then backed down. On 
ee morning it was again reported that they had 
struck. 

The general aspect of the situation, as we gather it from 
the —— in the daily newspapers, resembles, to a con- 
siderable degree, that of the railroad strike at Chicago 
last summer. The obstruction of tracks and other lawless 
acts are often, perhaps in most cases, the work of roughs 
who have little or no connection with the strike. During 
the first three or four days of this strike the lawlessness 





was mild, increasing in violence as the forbearance of the 
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authorities became known, and as the mob was augmented 
by recruits from New York. On Monday last the Brook- 
lyn Bridge was crowded with idlers going toward Brook- 
lyn, and a considerable percentage of the crowd were 
1eadily recognized as habitual lawbreakers. 

The managers of the road are firm. Some concessions 
were made in conferences with the State Board of Media- 
tion, and the men withdrew their demand for increased 
pay, but they would not concede other points, and refused 
to be taken back unless all their men could be included, 
and so the mediation failed. The State Boatd has made 
a repoit, but it contains no recommendation except that 
the law making 10 hours’ work, within a period of 12 hours, 
a day’s work ought to be modified, so that an employer 
in making up the 10 hours could not deduct small periods 
of waiting time between trips at terminals. 

Brooklyn Waterfront Stores and Docks. 

The Brooklyn Wharf & Warehouse Company has been 
incorporated with a capital of $12,500,000, divided into 
$7,500,000 preferred, and $5,000,000 of common stock. 
The object of this company 1s to control the storage ware- 
houses, docking facilities and elevators in Brooklyn. The 
charter directors are William A. Nash, Andrew Mills and 
James Timpson, New York; Geo. H. Southard, Brooklyn, 
and Geo. W. Young, Jersey City. The following will be 
members of the Board. J. S. T. Stranahan, Alexander E. 
Orr., Wm. A. Nash, David Dows, Jr., Franklin Woodruff, 
H. E. Nesmith, Jr., Martin Joost, W. H. Force, Theo. A. 
Havemeyer, William Coverly, Thos. A. McIntyre, Samuel 
Taylor, Francis D. Beard. Leonard J. Busby, Timothy L. 
Woodruff and E. F. C. Young. Thos. A. McIntyre will 
be President, and David Dows, Jr., and J. S. T. Stranahan, 
Vice-presidents. M1. McIntyre holds options on a num- 
ber of stores and watehouses along the water front of 
Brooklyn, aggregating 234 miles, with a bulkhead extent 
of 4.9 miles. The new company is io build a railroad 
connecting the entire propeity. The tracks are to be laid 
on the large wharves so that cars brought on floats can be 
run to a ship’s side, or grain can be taken from one ele- 
vator to a ship lying at a wharf a mile or twoaway. Part 
of the money needed to float this great enterprise will be 
raised on first mortgage 5 per cent. fifty-year gold bonds, 
and part at 6 per cent. cumulative preferred stock. Mr. 
McIntyre, the president and originator of the enterprise, 
is a member of the commission firm of McIntyre & Ward- 
well, Produce Exchange, New York City. 

Lake Superior Iron Ore. 

The last numbers of the /ron 77ade Review and the 
Marine Review, of Cleveland, contain their usual full 
review of the Lake Superior ore trade. The total produc- 
tion of iron ore for the region was 7,755,494 tons, and the 
grand total since the opening of the mines has been 87,058, - 
922 tons. Of this immense freightage the Marquette range 
has contributed 41,808,735 tons; the Menominee range, 
19,383,406 tons; the Gogebee range, 16,408,770; the Vir- 
million range, 7,054,307 tons and the Mesaba range, 2,403, - 
704 tons. The years of heaviest shipments have been 1890 
and 1892, in both of which over 9,000,000 tons were 











shipped. | 
The shipments by ranges have been for the last two 
yeais: 

Ranges. 1893. 1894. 
WIRES is Svitakercdvagraceveccandene ns 1,835,893 2,049,107 
MRPROINGE. 5 oi Sins cccecamaceiscecrendeeks 1,466,197 1,137,949 
Eo Ca celcdndweaiaaxscancsimendeeteeae 1.329.464 1,8°4,086 
WNW. cin cucsvedeetncneseude “wredean 820, 621 948,503 
ORO cis Shcvicsicraan cone sew eneedawe 613,620 1,785,839 

6,065 795 7,755,494 

By ports the shipments have been: 
1893. 1874, 

TRIMS cae sinc usvias date reaucuseneered 2,048,981 1,644,770 
Ashland..... Fe eee re rt rere 1,117,524 1,738,590 
Marquette... 1.093, 774 1,424,856 
Two Harb 903,329 1,373,253 
Duluth.. 440,292 1,361. 043 
Gladston 203,585 79,108 
Superior 2°  aaaeas 
All rail... 178,037 133, 874 

6.065.795 7,755,494 


Elevation of the St. Charles Air Liae, 

It is reported from Chicago that the four railroad com- 
panies interested in the above named piece of railroad 
have come to an agreement with the city of Chicago in 
regard tothe elevation of the tracks above the streets, 
and that contracts will soon be signed. This line extends 
from the Illinois Central on the lake front nea Sixteenth 
street, Chicago, westward about three eighths of a mile 
to the Burlington, the Alton, the Fort Wayne and other 
roads which intersect neat Stewart avenue. The plans 
provide for elevating the tracks from Indiana avenue 
westward to Clark street. The streets between these two 
are Michigan avenue, which is a wide boulevard, Wabash 
avenue, State street and Dearborn street. The Chicago & 
South Side Elevated Railroad runs between Waodash ave- 
nue and State street. It appears that under the agree- 
ment the cost of elevating the South Side road, so that 
the St. Charles Air Line after being elevated can pass 
under it, is to be borne by the city. 

Coal Trade in 1894, 

The Coal Trade Journal prints a review of the trade 
during 1894, from which it appears that the amount of 
anthracite coal shipped during the year was 41,000,000 
gross tons as compared with 43,089,536 tons in 1893. Of 
bituminous coal, for which no accurate statistics can be 
had at present, the editor estimates that the output was 
112,000,000 net tons. 

The Wyoming district continues to be the largest pro- 
ducer of anthracite; the Lehigh district shows no increase 
and the Schuylkill is behind. The individuals who sell 
their coal to the large companies at 60 per cent. of the 
tide-water price have not done as well as in 1893. The 
strike in the bituminous mines lasted from April 21 until 
Tune, and in some instances until July. It is believed 
that the wages now paid are hardly as good as those 
which ruled a year ago. Since the resumption of work 
competition has been sharp and operators are taking steps 
to form combinations. The reduction of the duty on cecal 
imported, from 75 cents a ton to 40 cents, has not yet in- 
creased imports, though during the strike coal came here 
from England and Nova Scotia, and the West Virginia 
mines, where the men did not strike, shipped coal farther 
east than ever befote. The Beech Creek, the Clearfield, 
the Cumberland and the Chesapeake & Ohio districts 
combined, shipped 2,200,000 tons less to the seaboard than 
in 1893. The cheaper grades of domestic coal have sold 
lower at New York than ever before. Prices at Norfolk 
and Newport News, f. 0. b., are now $1.80 to $2.25, and at 
New York $2.75 to $3. 

Imports Of bituminous coal for ten months are reported 
as 1,015,337 tons as against 926,098 in 1893. Lxports were 
about the same as in 1893, to wit., 3,000,000 tons. Freight 
tates by water have been very low, and the latest quota- 
tions from New York to Boston are 40 and 50 cents a ton 
alongside. 
fig Iron Production for 1894. 

Mr. Swank is pleased to have gathered the returns of 
all our furnaces in time to announce in the Bulletin of 





the 18th inst. that our production for the past year was 
6,657,388 tons. This probably is about the production of 
both the United Kingdom and of the Empire of Germany. 
The make by half years has been: 





1891. 1892, 1893. 18%. 
WaGO RON es «cc ccaseswagews 3,368,107 4,769,683 4,562,918 2,717,983 
SeconG Hall... 6sccccscesece 4,911,763 4,387,317 2,561,584 3,939,405 
PORE assccaccsstacce 8,279,870 9,157,000 7,124,502 6.657,388 


Last year’s production was only 72.7 per cent. of the 
make of 1892, and 93.4 per cent. of that of 1893, and 1s 
our smallest output since 1888. 

The stocks of pig iron unsold, in the hands of manufact- 
urets or their agents, were: on December 31, 1893, 662, - 
068 tons; on June 30, 1894, 517,063, and on December 31, 
1894, 597,688 tons. In addition to the above, there were 
on December 31, last, ‘'63,640 tons in the yards of the 
American Pig Iron Storage Warrant Company, which had 
passed out of the hands of the makers, making 661,328 
gross tons which may be said to have been on the market, 
against 575,866 tons which were similarly held on June 
30, 1894.’? There has been a steady and noticeable in- 
crease in the unsold stocks of charcoal i1on. 

There were 108 furnaces in blast on January 30, 1894, as 
against 226 one year before, and 185 on December 31 Jast, 
compared with 137 the year before. 

Edison Illuminating Co. 

The Edison Electric Illuminating Company of New York 
reports its earnings for the year ending December 31 as 
follows: 














1894, 1893. 1892 

Grose CACHINGE 0.660560 6066scc0 $1,369,066 $1,193.338 $345,575 
Operating expenses............ 550,426 $72,311 385,494 

Net eafitings:....00<cceceess $818,639 $666,027 $557,081 

IMME MOU cdecesandadadosnss 821,583 694,248 577,527 
Legal expenses and taxes.... 124 443 112,570 102,384 

WEINER coccavencsas: Keandans $727,140 $581,678 $475,137 
From investments,............ 62,325 - 23,964 

Total DAlaAnCOs ccc. cece cccccs $789, 465 $605 642 = $475,137 
RUDE vc ricecasvonehadsdtacead 207,266 144,820 
DWIGNGS s icss cccscvcceacana es 476,196 451,174 

GIR iavcascdcnsavsvaccavcces $106 003 39,648 
Number customers............ 5,837 5,154 4,344 
ae 234,494 192,691 142.492 
Wet BOF MOtOTS scccccccccsecve 7.616 5,52! 3'807 
Number afc lights............. 3,014 2.538 1,637 








LOCOMOTIVE BUILDING. 


The Pennsylvania, it is said, is to build 20 new loco- 
motives this year for the Southwest system in the shops 
at Altoona. 

The Rhode Island Locomotive Works has received an 
order from the Unadilla Valley Railroad to build one eight 
wheel passenger engine. 











CAR BUILDING. 

The Unadilla Valley has contracted with the Carlisle 
Mfg. Co., Carlisle, Pa., for 10 freight cars. The road has 
also purchased two second hand passenger coaches from 
bo New York Equipment Co., 15 Wall street, New York 

ity. i 

The order of the Boston & Maine for passenge: equip- 
ment, as now decided, will be for 29 passenger and hag- 
gage cars. The company is receiving bids for this equip- 
ment, and the award will probably not be made for some 
little time. 

The Lebanon Manufacturing Co. has secured orders 
from the Illinois Steel Co., of Chicago, and from the 
George’s Creek & Cumbesland Railroad Co. They have 
alsoa number of other orders, which will keep them 
busy for some time. 

The contracts for the ventilated fruit cars, for which 
the Southern Railway Co. recently asked bids, have not 
been awarded. All the bids have been received, but the 
damage to the orange crop has delayed the awarding. 
It is probable that no contracts will be awarded. 

The 60 heavy logging cars to be built by the Wisconsin 
Centrai as noted last week, will be equipped with the 
Chicago coupler. The company will soon commence to 
run 592 of its ore cars through the shops to fit them with 
air brakes and M. C. B. couplers; the design of coupler 
to be placed on this equipment is, we understand,not yet 
decided upon. 








BRIDGE BUILDING. 


Danville, Pa.—The court has confirmed the recom- 
mendation of viewers for a bridge over the east brauch of 
Mahoning Creek, near Bagdad. Its width will be 33 ft. 

Fort Wayne, Ind.—County Bridge Superintendent 
W. H. Goshorn is preparing plans for 180-ft. span steel 
double bridge, 24-ft. roadway and two sidewalks. 

Hartford, Conn.—The Hartford Bridge Commission 
has been directed by the Secretary of War to change the 
highway bridge over the Connecticut River at Hartford, 
to provide for a draw span of 100 ft. in the clear, to re- 
place the present third span from the Hartford shore. 
The bridge is to be altered in accordance with this recom- 
mendation by Oct. 1 next. The contract for the work has 
been let to the Berlin Iron Bridge Co. 

Lurich, W. Va.—Citizens of Giles County, Va., and 
Monroe and Summers counties, W. Va., have decided to 
organize a company to build a highway toll bridge over 
New River, at Lurich, to reach the Norfolk & Western on 
the opposite side of New River. The estimated cost of 
a steel bridge with stone piers and abutments is $20,000. 
The incorporators are W. Adair, G. W. Shumate, L. C. 
Wolfe, W. B. Morton, J. W. Hansbarger, F. J. Kimball, 
W. H. Ballard, Dr. C. W. Spangler and J. D. Logan. 
The Norfolk & Western will be a stockholder in the new 
bridge. 

Montreal, Quebec.—Chief Engineer W. Shanley, of the 
Montreal Bridge Co., will receive plans and estimates for 
the steel superstructure of the proposed bridge across the 
St. Lawrence, at Montreal. The general outline of the 
bridge shows: 1 cantilever span, 1,250 ft; 2 side spans 
for same, 500 ft. each; 15 viaduct spans, south side ap- 
proach, 250 ft. each; and 18 viaduct spans. 

The bridge to have a double line of railroad track; two 
lines of rails for electric street car service; highway for 
ordinary wheel vehicles, and two foutways. 

Stockbridge, Mass.— The Laurel Hill Association 
have awarded the contract for a concrete arch of 100 ft. 
span over the Housatonic River to Ice Glen to the Melan 
Arch Construction Company. Plans and specifications 
have been drawn by Mr. Fr. von Emperger, Constructing 
Engineer, 71 Broadway, New York City. It will be built 
as soon as the season will permit and will be the largest 
concrete arch in this country. 

Sunbury, Pa.—The Sunbury Bridge Co. was incor- 
porated in Harrisburg, Pa., January 22, with a capital of 





$80,000. The directors ate: D. P. Rockefeller, President; 
G. H. Gibson, W. H. Lyons, R. F. Adens, J. K. McWil- 
liams, Sunbury. The company proposes to constiuct a 
bridge over the Susquehanna River at this point. 

Toledo, O.—The specifications for the proposed bridge 
across Cherry Creek, on Third avenue, have been com- 
pleted by the Board of Public Works and the call for bids 
for its construction have been published. The cost of the 
bridge is estimated at $3,500. 

Tuscaloosa, Ala.—The bridge crossing the Warrior 
Rivet, which is owned by the County, must be changed 
into a drawbridge before September next, according to a 
recent order from the Sectetary of War. The order is 
the result of the Government improvements in the War- 
rior River, which have made that river navigable for 
steamboats several] miles above the present location of 
the bridge. The order requiring the construction of a new 
draw will require the building of a new pier, taking out 
a span of 190 ft. and replacing it with a new span. The 
work will cost about $20,000. 


MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: * 

Buffalo & Susquehanna, 4 per cent., for year ending 
Dec. 31, payable on demand. 

Illinois Central, semi-annual, 2% per cent., payable 
Mar. 1. 

Nashville, Chattanooga & St. Lou’s, 1 per cent., pay- 
able Feb. 1. 

Pullman’s Palace Car Co., quarterly, $2 per share, 
payable Feb. 15. 

Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies wil] 
be held as follows: 

Cumberland, annual, Montreal, Feb. 13. 

Kingston & Pembroke, annual, Kingston, Feb. 13. 

Missouri, Kansas & Texas, special, Parsons, Kansas, 
Feb. 14, to ratify the lease of the Southwestern Mineral. 

Montreal & Atlantic, special, Montreal, Feb. 11. 

Nipissing & James Bay, annual, Toronto, Jan. 31. 

Wheeling & Lake Erie, annual, Toledo, O., Feb. 12. 
Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

fhe Freight Claim Association will hold its annual 
meeting in Chicago on March 13. The headquarters will 
be at the Auditorium. The Secretary is S. A. Mehorter 
of Philadelphia. 

The New York Railroad Club meets at the rooms of 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City, on the third Thursday 
in each month, at 8 p. m. 

The New England Railroad Club meets at Wesleyan 
‘Hall, Bromfield street, Boston, Mass., on the second 
‘Wednesday of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the fourth Wednesday of January, 
larch, April, September and October, at 10a. m. 

The Southern and Southwestern Railway Club meets 
ét the Kimball House , Atlanta, Ga.,on the third Thurs- 
day in January, April, August and November. 

The Northwestern Ratlroad Club meets at the Ryan 
Hotel, St. Paul, on the second Tuesday of each month, at 
8 





p. m. 
The Northwestern Track and Bridge Association 
nieets at the St. Paul Union Station,on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in each month, 
at 8p. m 

The Western Society of Engineers meets on the first 
Wednesday in each month, at 8p. m. The headquarters 
of the society are at 51 Lakeside Building, Chicago. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 

. m. 

P the Engineers’ and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday in each month, at 8 


p. m. 
The Association of Engineers of Virginia holds infor- 

mal meetings on the third Wednesday of each month, from 

September to May, inclusive, at 710 Terry Building, 

Roanoke. at 8 p. m. 

The Boston Society of Civil Engineers meets at Wes- 

leyan Hall, 36 Bromfield street, Boston, on the third 

Wednesday in each month, at 7.30 p. m. 

Civil Engineers’ Society of St. Paul. 

The twelfth annuai meeting of the Civil Engineers’ 
Society of St. Paul was held on Jan. 7. Fifteen members 
and one visitor were present, Vice-President Estabrook 
presiding. The discussion of the Minnesota State Survey 
and other matters incidental thereto was entered into at 
considerable length, and the committee was granted an- 
other month’s time to make a repcrt. The gift of various 
back numbers of the Razt/road Gazelle and other peri- 
odicals was accepted from the Omaha Railroad Co., and 
ordered bound. The annual reports were read and accepted 
and the following officers elected for the coming year: 
President, N. E. Stevens; Vice-President, K. E. Hilgard; 
Secretary, C. L. Annan; Treasurer, A. O. Powell; Libta- 
tian, A. Munster, and Representative on Board of Mana- 
gers for the Association of Engineering Societies, Edwin 
E. Woodman. A vote of appreciative recognition of past 
services was given to Mr. Morris and other retiring 
officers. 

The Engineers’ Society of Western Pennsylvania. 

The fifteenth annual meeting of the Engineers’ Society 
of Western Pennsylvania was held in the Carnegie Li- 
brary Building, Allegheny, last week. The reports of 
officers and committees were 1ead, and the retiring Presi- 
dent read his address. The election of officers for the 
ensuing year resulted as follows: President, one year, 
Thomas H. Johnson; Vice-president, two years, Emil 
Swensson; directors, two years, Harry J. Lewis and Karl 
F. Stahl; Treasurer, one year, A. E. Frost; Secretary, 
one year, Daniel Carhar. 

The Engineers’ Club of Philadelphia. 

The Engineers’ Club held its sixteenth annual meeting 
at its club house, 1122 Girard street, Philadelphia, last week. 
John C. Trautwine, Jr., the retiring President, made an 
interesting address, illustrated by lantern views and plans, 
reviewing engineeriug progress during the year, describ- 
ing the Delaware River and Harbor, the Reading Subway, 
the Pennsylvania Railroad bridge over the Delaware Rive1 
at Frankford, the extension of the trolley system, the 
Bourse Building, the proposed Falls bridge. and various 
other public and private improvements about Philadeldhia. 

The tesult of the annual election was as follows: Presi- 
dent, George S, Webster; Vice-president, John L. Gill, 
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Jr.; Secretary. L. F. Rondinella; Treasurer, George T. 
G. Williams; Directo1s, Henty Leffmann, W. C. Furber 
and Edgar Marburg. 

Ohio Society of Civil Engineers. 

The Ohio Society of Civil Engireers, elected the fol- 
lowing officers at the annual meeting at Cincinnati last 
week: President, J. L. Culley, Cleveland; Vice-presi- 
dent, F. M. Turner Dayton; Sectetary and Treasurer, 
Charles A. Judson, Sandusky; Trustees, J. H. Harper, 
Cincinnati; B. A. Bryan, Portsmouth; F. B. Opdyke, 
Pulaski; J. A. Manlon, Coshocton, and Professo1 E. A. 
Kemler, Columbus. 


Iowa Society of Civil Engineers. 

This society elected the following officers for the ensu- 
ing year, at the annual meeting last week at Dubuque, 
Ia.: President, Prof. L. Higgins, Des Moines; Vice- 
president, C. R. Allen, Ottumwa; Secretary and Treasurer, 
Seth Dean, Glenwood; Directors, E. E. Anderson, 
Dubuque; W. Stegh, Burlington. 


Canadian Society of Civil Engineers. 

At the January meeting of the club at its rooms, 112 
Mansfield street, Montreal, a pape: was read by Mr. H. 
A. Gray, member of the Society, on the ‘‘ Great Lakes, 
Their Commerce and Physical Features.’’ There was also 
a discussion on a paper by Mr. H. F. Perley, on the ‘‘Re- 
sistance of Piles,’’ which was read at a previous meeting 
of the Society. 

Tke programme for the ninth annual meeting which is 
to be held at Montreal beginning Jan. 24, extending over 
that day and Friday, has been issued. Thutsday was 
given up to excursions to various points of interest about 
Montreal, including the car shed and power house of the 
Montreal Street Railway, the Montreal Wate: Works, the 
shops of the Dominion Bridge Co., Montreal Wheel & 
Pipe Founding Co., and other firms. On Thursday even- 
ing there will be dinner at the Windsor Hotel. On 
Friday the sessions will be at 10 o’clock and 2:30 P. M., 
and at 8 o’clock at McGill Wniversity. At the evening 
meeting a paper on ‘‘The Strength of Douglas-fir, Red- 
pine, White-pine and Spruce.’’ will be read by Profes- 
sor |i. T. Bovey, M. A. LL.D, and illustrations of the 
methods employed will be given in the laboratory. 


General Baggage Agents’ Association. 

The fourteenth annual convention of the American 
Association of General Baggage Agents was kLeld in St. 
Louis on Jan. 16. About 100 members wete present, and 
Mr. H. P. Dearing, of the Michigan Central, President of 
the Association, presided. The custom of allowing 350 
lbs. of baggage free on tickets going across the Pacific 
Ocean was discussed and a protest against such a large 
allowance was formulated. The committee on making 
excess baggage rates uniform made a strong recommenda- 
tion in that direction. A committee was appointed to pre- 
pare a uniform release, to be used when baggage is car- 
ried which involves unusual risks. The Cental Traffic 
Association was congratulated on its recent rule imposing 
a charge for the transportation of bicycles and baby car- 
tiages. The next meeting will be held at Buffalo. The 
following officers were elected for the ensuing year: 
President, Charles Lorraine, of the Chesapeake & Ohio; 
Vice-President, G. E. Zippel, of the Delaware, Lacka- 
wanna & Western; Secretary and Treasurer, J. E. Quick, 
of the Grand Trunk, Detroit. This will be Mr. Quick’s 
eleventh term in office. 

Western Railway Club. 

‘The Western Railway Club held one of the most suc- 
cessful meetings in its history on Tuesday, Jan. 15. con- 
vening in the Auditorium Hotel, Chicago. President 
Gibbs occupied the chair. There were about 100 members 
in attendance. The club is keeping up its record for 
rapid increase in membership, taking in 26 new members 
at this meeting. The record in this line for the current 
season is as follows: 104 new members in September, 31 
in October. 57 in November, 24 in December, and 26 in 
January. The total membership is now about 500. A 
notable feature of this new membership is the free repre- 
sentation of the non-mechanical departments of railroads, 
the general managers, gene1al superintendents of trans- 
portation, purchasing agents, civil engineers, roadmasters 
ete., all having representation in the new lists. 

The subject discussed at the January meeting was Loco- 
motive Fuel, being based upon the admirable paper pte- 
sented at the December meeting by Mr. Wm. Forsyth, of 
the C. B.& QO. The discussion was extended and thorough, 
and was supplemented by a paper presented by Mr. S. P. 
Bush of the Pan Handle, on ‘‘Methods of Obtaining 
Economy in the use of Fuel on Locomotives.’’ A paper 
was also presented by Mr. F. A. Delano, of the C. B. & 


Q., entitled ‘‘Notes on English Railway Practice.’’ This 
paper, which was very comprehensive, and of much 
practical interest, will be valued as one of the best 


monographs on the subject. As an indication of its com- 
prehensiveness, we append a list of its subheadings, 
viz.: The Right of Way and Structure; The Track and 
Roadbed: The Locomotive Department ; Passenger Service; 
Freight Service, Station Service; Signaling ; O:ganization; 
Savings, Superannuation, Insurance and Pension Funds; 
Recruiting the Service; The Board of Trade and Parlia- 
ment; The Clearing House; Grade Crossings. 

At the next meeting of the club, which will be held 
February 19, Mr. Geo. Gibbs of the Chicago, Milwaukee 
& St. Paul, will read a paper entitled ‘‘Notes on Modern 
Practice in Signaling.’’ 


PERSONAL. 





—M:t. Horace W. Hibbard, General Freight Agent of the 
Vandalia Railroad, died last week in St. Louis, of heart 
failure. 

—Mr. }. J. R. Croes, C. E., is investigating the condition 
of the water works plant at Pine Bluff, Ark., for the 
Receiver of the Water Co. 

--Mr. William H. Sheldon, General Manager of the 
Poughkeepsie & Eastern Railroad, died in an _ hos- 
pital in Poughkeepsie, N. Y., last week. 

Mr. George T. Williams, Secretary and Treasurer of 
the Union Stock Yards & Transit Co., in Chicago, for 
about 28 years, has resigned on account of ill health. 

—Mr. F. BK. Voight, formerly Master Mechanic of the 
Cincinnati, Lebanon & Northern, bas resigned that posi- 
tion. He had been with the company for the last ten 
yeals. 

—Mr. D. W. Caldwell was elected President of the 
Pittsburgh & Lake Erie Railroad Company at the annual 
meeting last Tuesday, in the place of the late John 
Newell. 

—Mr. C. A. Swineford, tormerly Superintendent of the 
Madison division of the Chicago & Northwestern Rail- 
road, died suddenly at Baraboo, Wis., on January 18, of 
apoplexy. 

—Hon. Thomas W. Mason, Railroad Commissioner of 
North Carolina, received the complimentary vote of the 


Democrats in the State Legislature this week for United 
States Senator. 

—Mr. John M. Thurston, who has been elected a United 
States Senator from Nebraska, is General Solicitor of the 
Union Pacific Railroad. 

—Mr. Benjamin F. Newcomer, President of the Safe 
Deposit & Trust Co., of Baltimore, has been selected to 
succeed the late ex-Gov. Bowie as President of the Balti- 
more & Potomac Railroad. 

—Mr. E. F. Conklin, President of the Railroad Com- 
mission of South Dakota, has established his office in the 
Capitol at Pierre. The office of the Secretary of the Com- 
mission will be at the same place. 

—Mr. A. J. Gibbons, of Terre Haute, Ind., has been ap- 
pointed Chief Engineer of the Vandalia Line, with head- 
quarters in that city. M1. C. Downing succeeds Mr. 
Gibbons as Engineer of Maintenance of Way. 


—Mr. G. C. Goss, formerly Purchasing Agent of the 
Cincinnati, Portsmouth & Virginia Railroad, and Super- 
intendent of the Dayton, Lebanon & Cincinnati Railroad, 
died suddenly at Winchester, O., last week. 

—Mr. C. S. Simms has been appointed Assistant Super- 
intendent of the Pittsburgh, Fert Wayne & Chicago Rail- 
road, between Crestline and Chicago. He was formerly 
Engineer of Maintenance of Way on the road. 


—At a meeting of the Tennessee Coal, Iron & Railroad 
Company Directors, held in New York last week. Mr. G. 
B. McCormack, who has been Assistant General Manager, 
was elected to the office of General Manager, made vacant 
by the resignation of Manager T. H. Aldrich, received 
some time ago. 

—Major Joseph W. Paddock, Government Director of 
the TInion Pacific Railroad, died at his home in Omaha, 
on Jan. 20, of pneumonia, contracted on a recent trip to 
Denver. Major Paddock was born in St. Lawrence County, 
New York, 69 years ago. He had been a resident of Ne- 
braska nearly 40 years. 

—Mr. E B. Gibbs, Master Mechanic of the Oregon 
Railway & Navigation lines, with headquarters at Albino, 
Ore., has recently resigned that position. He was ap- 
poiuted to the office while those lines were operated by 
the Union Pacific, and he will probably 1etuin to the 
service of that company. 

—Mr. Samuel B. Jones, who had been General Eastern 
Agent of the Louisville & Nashville Railroad, at New 
York City, for the last 25 years, died suddenly on Januaty 
19. He had been with the company for about 39 years, 
and was at one period Division Superintendent of the 
Memphis division of that road, with headquarters at 
Memphis. 

—M1:. B. Thomas has been elected Chairman of the 
General Managets’ Association of Chicago, to succeed 
Mr. E. St. Jobn, resigned. Mr. Thomas was President 
and General Manager of the Chicago & Western Indiana 
and the Belt Railway at Chicago, having held that office 
since 1891. He was previously on the Erie road as 
General Superintendent. 

—Mr. Joseph M. Rogan is now connected with the Car- 
penter Steel Co., of Reading. Pa., and will be located in 
Chicago to look after the railroad business of the com- 
pany. The chief product of this company is air-hardening 
steel, the manufacture of which is controlled by the com- 
pany exclusively. It is made by a secret process, the 
invention of the company’s officers, and_has proved to be 
a steel of superior qualities. 

—Mr. W. S. Clarkson has been appointed Master 

Mechanic of the Rocky Mountain Division of the North- 
ern Pacific in place of Mr. A. Harrity, resigned, and 
F. N. Risteen, of the Dakota and Missouri Divisions to 
succeed Mr. J. E. Phelan, resigned. For the past 12 years 
Mr. Clarskon was round house foreman for the company. 
M1. Risteen has been in the service of the company for 
about 10 years as locomotive engineer and road foreman 
of engines, 
—Mr. R. B. F. Pierce, of Indianapolis, has been chosen 
by Judges Woods, Allen, Baker and Ricks, of the Federal 
Court, to succeed S. R. Callaway, of Toledo, as Receiver 
of the Toledo, St. Louis & Kansas City Railroad. Mr. 
Pierce is at present Trustee of the Indianapolis, 
Decatur & Springfield road. He will assume charge as 
soon as the resignation of Mr. D. D. Davis, of Toledo, 
who was appointed by Judge Ricks, but not confirmed, 
has been accepted. 

—Mr. J. M. Barr has been appointed General Superin- 
tendent of the Western district of the Great Northern, 
with headquarters at Spokane. Wash. He succeeds Mr. 
J. N. Fatrell, resigned. Mr. Barr entered the service of 
the Great Northern last September as Supesintendent of 
the Breckinridge Division, previous to which time he was 
Superintendent of the Milwaukee and Council Bluffs 
Division of the Chicago, Milwaukee & St. Paul, with 
headquarters at Chicago. 

—Mr. Reginald Canning died on January 18, after a 
sudden attack of pneumonia. He was 44 years old, and 
was in partnership with Mr. E. T. Canby, dealing in 
railroad equipment. When quite ‘young he was in the 
service of the Ramapo Wheel & Foundry Co., which he 
left to establish the Cayuta Wheel & Foundry Co. He 
was for a short time assistant to the President of the 
Jackson & Sharp Co. He was an expert in rolling stock, 
and an honest, lovable gentleman. 

—Sir Edward Leader Williams, Chief Engineer of the 
Manchester Ship Canal, has relinquished the active cun- 
trol of the canal works, now that the construction of the 
canal is completed, but he will retain the title of Chief 
Engineer, and will continue to advise the company on all 
mattets relating to engineering, and, in particular, will 
take charge of all arbitrations and disputes in which 
engineering questions are involved. Mr W. H. Hunter, 
who has been Principal Assistant Engineer of the canal 
for many years, will have control of the executive work, 
and the engineering staff will be under his direction. 


— Mr. Alexander H. Bauer, Chief Electrician of the 
Pullman Palace Cat Co. for the past eight yeats, died 
suddenly in New York last week. The arrangment for 
electric lighting by an engine and dynamo in the baggage 
car, in use on a great many Pullman cars, was devised by 
Mr. Bauer. Before going to the Pullman Company he 
had been connected for nearly 20 years with various tele- 
gtaph companies, and was for some time the Boston 
Manager of the Baltimore & Ohio Telegraph Company, 
and before that was Manager iu Baltimore of the Gold & 
Stock Telegraph Company and of the Mutual Union 
Company. 

—Mr. V. A. Riton has been appointed Superintendent 
of the Cascade division of the Great Northern road, with 
headquarters at Leavenworth, Wash. He succeeds Mr. F. 
LL. Corwin, who is transferred to the Breckenridge divi- 
sion at Willmar, Mt. Mr. J. M. Barr, who has been 
Superintendent of the latter division, has been made 
General Superintendent of the western division of the 
| Great Northern. Itis an interesting fact that Mr. Barr and 
| Mr. Riton, as well as Mr. E. W. McKenna, General Super- 








intendent of the eastern division of the 10ad, have been, 
until recently, in the service of the Chicago, Milwaukee 
& St. Paul 10ad. 

—Mr. A. B. Burtis is now connected with the old estab- 
lished firm of The Lowe Brothers Co., of Dayton, O., 
manufactu:ers of paint, and will have charge of that 
firm’s railroad department. Mr. Burtis is known as recently 
the senior member of the firm of the Burtis, Patterson 
& Saigent Company, of Cleveland, retiring about a yea1 
ago. Before establishing that firm Mr. Burtis was for 
many yeats manager of the railroad department of 
Messrs. Sherwin, Williams & Co., of Cleveland. He is 
very well known among railroad officials, and he has 
had a long experience in the manufacture of paints used 
in railroad work. 

—Mr. Frank Tibbetts, Division Roadmaster of the Mis- 
souri, Kansas & Texas, in Texas, has recently resigned. Mr. 
Tibbetts is a civil engineer of much ability and experience. 
He went to the Missouri, Kansas & Texas about two 
years ago as Roadmaster at Houston, Tex. Before that he 
was with the Kansas City Wyandotte & Northwestern for 
some yeats as Assistant Chief Engineer and Chief 
Engineer during its construction, and afterwards as 
Superintendent of Roadway and Bridges and Buildings, 
being with that company altogether about five years. 
Formerly he was Assistant Chief Engineer of the Cleve- 
land, Lorain & Wheeling road in Ohio. 

—Mrs. Nancy W. Adams, wife of Mr. F. D. Adams, 
Master Car Builder of the Boston & Albany road, died at 
her late residence Newton, Mass., Wednesday, January 
16, aged 73. Funetal services were held at the 1esidence, 
Friday January 18, and were largely attended by railroad 
and supply men. The remains were taken to Buffalo in 
President Bliss’ private car for interment. Mrs, Adams 
was a familiar figure at the M. C. B. conventions, which 
she had attended with her husband a great many years. 
M1. and Mrs. Adams celebrated the fiftieth anniversary of 
thei: marriage in September last. Mr. Adams has the 
sympathy of a large circle of friends in his bereavement. 


—Mr. Lermond Watts, the veteran Superintendent of 
Bridges of the Chicago, Burlingon & Quincy Railroad, 
who died at his home in Aurora, I11., Jan. 10, was a man 
of unusual parts. He was born in Maine in 1839, and for 
many years had been noted as a strictly fi1st-class bridge 
builder. His experience in this line of work was widely 
varied, and he was wont to occasionally remark that he 
could travel from the Atlantic to the Pacific without once 
leaving a line of road upon which he had not at some 
time in his busy career built bridges. Mr. Watts was 
notably industrious, unassuming, imperturbable and fore- 
handed—this latter qualification resulting in his leaving 
a very comfortable fortune to his wife. 

—Mr. J. J. Byrne, for a long time Passenger Traffic 
Manager of the Atchison, Topeka & Santa Fe, has been 
appointed General Passenger Agent of the Southern 
California and the Atlantic & Pacific, with headquarters 
at Los Angeles. the office he formerly beld being abol- 
ished. H. G. Thompson is transferred from Los Angeles 
to Chicago, and takes charge of the Passenger Traffic 
Manager’s office. General Passenger Agent George T. 
Nicholson, whose office has hitherto been at Topeka, 
will have his headquarters at Chicago hereafter. W. J. 
Block, Assistant General Passenger Agent, will be trans- 
ferred to Topeka. The office of Assistant Freight Traffic 
Manager will be abolished. 


—Prof. Hiram A. Hitchcock, Professor of Civil Engineer- 
ing inthe Thayer School, Dartmouth College, died last 
week of pneumonia. He was born in Boston in 1857, and 
was graduated from the Chandler Scientific Department of 
Dartmouth College in 1879 and from the Thayer School 
in 1881. He was Assistant Engineer for the New Ycrk, 
West Shore & Buffalo Railroad and assistant in the Dela- 
mate: Iron Works in New York City. In 1883 he returned 
to Hanover and took up the work in which he had since 
been engaged. He was engineer and inspector for the 
Vermont Railroad Commissionets in 1889, and had been 
twice to Nicaragua as consulting engineer on the canal 
survey. He wasa very successful and popular instructor. 


—Dr. Robert H. Lamborn, whose death was announced 
in New York last week, was born near Kennett, Penn., 
in 1835. He studied in Germany, and returning to this 
country, went to Altoona, and was connected with the 
engineering department of the Pennsylvania Railroad. 
He was the first Secretary of the American Iron & Steel 
Association ; was active in the organization in 1866 of the 
Pennsylvania Steel Co., and was its Treasurer for several 
years. He was Secretary and Treasurer of the Lake Supe- 
tior & Mississippi Railroad in 1869, and until its comple- 
tion from St. Paul to Duluth, and was Managing Director 
of the Colorado Coal & Iron Co. from 1880 to 1883, when 
its steel plant was built at Pueblo, Col. He was closely 
associated with Gen. William J. Palmer in many enter- 
prises in Colorado and Mexico, being interested in the 
organization of the Mexican Central, and Denver & Rio 
Grande, and Vice-President of the latter. Of late years 
he had devoted himself chiefly to literary and scientific 
pursuits. He traveled widely in this country and Europe. 


--Mr. John B. Smith, President of the Erie & Wyoming 
Valley Railroad, died at his late residence in Dunmore, 
Pa., on Jan. 16, at 7.55 A. M., after only a day’s serious 
illness. He was born in Sullivan County, N. Y., June 7, 
1815, and was a sonof Capt. Charles Smith, a native of 
Connecticut, who served in the War of 1812, and was a 
contractor. The son was educated in the common schools 
of his neighborhood and at Carbondale, Pa. He entered 
the railroad service when but 15 years old, in the employ 
of the Delaware & Hudson Canal Co. In the year 1831 he 
entered the machine shops of the company serving five 
years. From 1848 to 1850 he was mechanical draughts- 
man and Superintendent of Machinery for the Pennsyl- 
vania Coal Co., and from 1850 to the time of his death 
General Superintendent of the Pennsylvania Coal Co., in 
Pennsylvania. In November, 1882, he was elected Presi- 
dent of the Erie & Wyoming Valley Railroad Co., remain- 
ing as such until the time of his death. Under his patent 
the three cylinder locomotives now in use extensively on. 
the E. & W. V. R. R. were built, the first of the kind to 
operate successfully. 


—Mr. Edward Canfield, Chief Engineer of the New York, 
Ontario & Western Railroad has been appointed General 
Superintendent, and will have charge of the transportation 
and right of way departments. Mr. Canfield succeeds Mr. 
James P. Bradfield, who becomes Superintendent of the 
New York Central & Hudson River Railroad for its West- 
etn Division, with headquarte1ts at Buffalo. With the 
promotion of Mr. Canfield the office of Chief Engineer, 
whick he held, has been abolished. Mr. Canfield was first 
Division Engineer of the Syracuse Northern Railroad, 
then Hivision Engineer with the Atlantic & Great West- 
ern Railroad, afterward Division Engineer with the Syra- 
cuse, Geneva & Cotning Railroad, and in 1879 and 1880 
Assistant Engineer on the Buffalo Division of the Erie 
Road. Fom 1880 to 1882 he was Resident Engineer of the 
Buffalo & Rochester Division, which he left to become 
Superintendent of the Southern Division of the Ontario 





& Western Road. Fom 1884 to 1888 he was Superintendent 
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of the Middle Division. Since then he has been Chief 
Enginee: in charge of construction work. 

—The appointment of Mr. J. P. Bradfield, General 
‘Superintendent of the New York, Ontario & Western, to 
be Superintendent of the Western Division of the New 
York Central & Hudson River Railroad, which has Leen 
reported for some time, was last week confirmed, and 
it is announced that Mr. Bradfield will assume his new 
duties on February 1. He succeeds Mr. George H. Bur- 
rows, who has been in poor health for over a year, and 
has been at his old home, in New England, on leave of 
absence. Mr. Burrows is now over 72 years of age, and 
was with the New York Central Railroad as Division 
‘Superintendent at Buffalo as long ago as 1853. He was 
afterwards General Superintendent of the Toledo, 
Wabash & Western for a long period, and was later 
(General Superintendent of a number of other tailroads. 
In 1873 he returned to the New York Central as Super- 
-intendent of its Western division, which office he has 
retained up to the present time. 

Mr. Bradfield has been with the Ontario & Western as 
(General Superintendent since February, 1893, and pre- 
vious to that time was connected with the West Shore 
‘Railroad. For five years, up to 1890, he was Superintend- 
ent of the Hudson River division of that road, and for 
about two years afterthat date he was Superintendent of 
ithe Buffalo division. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka G Santa Fe.—Aithur G. Wells, 
formerly Secretary to Vice President D. B. Robinson, has 
been appointed General Superintendent of the Atlantic 
& Pacific Railroad, succeeding Mr. T. R. Gabel, who has 











‘ resigned to accept service with another company. Mr. 


Wells went to Albuquerque, N. M., about a month ago, 
being transferred to that position from Chicago on account 
of ill health. 


Bangor & Aroostook.—G. F. Snow, has been appointed 
General Freight Agent, and W. M. Brown, Assistant 
Superintendent in charge of the line between Old Town 
pe Greenville, and Milo Junction and Katahdin Iron 
Works. The latter will also continue to act as General 
Train Despatcher for the entire svstem. 


Brooklyn Elevated.—The list of Directors published in 
this column January 11, contained several errors in names 
of Directors. The notice should have 1ead: W. Halls, Jr., 
and Albert Snedeker were elected Directors, the item 
having read William Pon4, ]t., and Elbert Snedeker. 
Elisha Dyer, Jr., was elected Secretary and Treasurer of 
the company, and was also made the Executive Officer, 
instead of the Vice-President, Mr. Anthony Barrett, who 
retired from that position. Mr. Barrett was elected Gen- 
eral Manager at the annual meeting a year ago, as well as 
Vice-President, but practically retired from the former 
office in July last, when Mr. Isaac D. Barton was etected 
General Superintenden!. 


Columbus, Sandusky & Hocking.—At the annual meet- 
ing of the Company, held at Columbus, O., Jan. 21, the 
present management was continued for ano her year. The 
election of directors resulted as follows: Henry W. Putnam, 
Jr., and Dudley Evans, New York ; CW. Hinchman, Phila- 
delphia; J. H.Stewart and E. H. Zurhorst, Sandusky ; Chase 
Andrews. Zanesvile; S. G. Gray, W. E. Guerin, H. D. Tur- 
ney. G. C. Hoover, F.J. Picard, G. W. Sinks, Theodore Leon- 
ard and C. D. Firestone, Columbus. In the election 48,000 
shares were represented. Orland Smith, Vice-President of 
the Baltimore & Ohio Railroad, was chosen a director, 
but declined to serve. The Board organized by electing 
the following officers: President, W. E. Guerin; Vice- 
President, F. J. Picard; Secretary, H. D. Turney; Treas- 
urer, G. C. Hoover. Heretofore there have been two vice- 
presidents. Of tae new directo1s, Mr. Putnam is the 
largest security holder in the road, Mr. Hinchman 
represents the Philadelphia interests, which hold over 
$600,000 in bonds of the road. He was president of the 
construction company which built the Denver & Rio 
Grande Railroad. Mr. Evans is vice-president of the 
Wells-Fargo Express Co. 

Great Northern.—Charles J. Brooks, who has been the 
city Ticket and Passenger Agent of the Chicago Great 
Western at Des Moines, Ia., for a year, has accepted the 
position of district passenger agent of the Great North- 
ern, with headquarters at Duluth. 


Lehigh Valley.—At the annual meeting of the company 
at Philadelphia, on January 15, the old management was 
re-elected, as follows: President, Elisha P. Wilbur: 
Directors, Charles Hartshorne, William L. Conyngham, 
William A. Ingham, Robert H. Sayre, James I. Blakelee, 
Jobn R. Bell, John B. Garrett, Charles O. Skeer, Beauveau 
Borie, Joseph Wharton, Thomas McKean, George 4. 
Myers. 

New York, Ontario & Western.—Edward Canfield has 
been appointed General Superintendent, vice J. P. Brad- 
field, resigned, and will have charge of the Transporta- 
tion and Maintenance of Way departments. The office 
of Chief Engineer has been abolished 


Philadelphia & Reading.—J. H. Sessions, Northwest- 
ern Sales Agent of the Philadelphia & Reading Coal & 
Iron Co., has been appointed Northwestern Freight Agent 
of the railroad company, with headquarters at Muinne- 
apolis. He was formerly Genetal Freight and Passenger 
Agent of the Terre Haute & Peoria, and afterwards As- 
sistant General Freight Agent of the Big Four roads. 

Pittsburg & Lake Erie.—This company and its leased 
lines held their annual meetings at Pittsburg, on January 
22. About 85 per cent. of 6,000 shates were voted, mainly 
by proxy. The Vanderbilt interest was represented by 
James H. Tillinghast, of Buffalo, and Judge J. H. Reed, 
of Pittsburg. The following were elected for the Pitts- 
burg & Lake Erie:"President, D. W. Caldwell; Directors, 
Cornelius Vanderbilt, William K. Vanderbilt, F. W. Van- 
derbilt, Hamilton McK. Twombly, E. D. Worcester, J. H. 
Reed, M. W. Watson, Henry Hice, A. E. W. Painter, James 
H. Bailey, J. M. Schoonmaker and D. Leet Wilson. The 
separate election of the Pittsburg, McKeesport & Youghi- 
ogheny, of which the Pittsburg & Lake Erie is lessee, 
resulted in the choice of J. H. Reed for President, and 
the following directors: Cornelius Vanderbilt, William 
K. Vanderbilt, Hamilton McK. Twombly, James H. Til- 
linghast, D. W. Caldwell, James M. Bailey, J. M. Schoon- 
maker, M. Watson, Henry Hice. 

Pittsburg, Fort Wayne & Chicago.—C. S. Simms, 
formerly Engineer of Maintenance of Way, has been ap- 
pointed Assistant Superintendent. His jurisdiction ex- 
tends from Crestline to Chicago. 

Portland & Ogdensburg.—At the annual meeting of 
this company, which is operated by the Maine Central, 
the fo‘lowing Directors were elected: Charles H. Amsden, 
James F. Hawkes, Thomas P. Shaw, George W. True, 
James P. Baxter, Samuel J. Anderson, Weston F. Milli- 
ken, John W. Deeting, Edward B. Winslow and Theodore 
A. Tosselyn. 

Union Stock Yards and Transit Co.—At the annual 
meeting of the Board of Directors of the company last 
week the following officers were elected for the ensuing 





year: Nathaniel Thayer, Boston, President; John B. 
Sherman, Chicago, Vice-president and General Manager; 
E. J. Martyn, Chicago, Second Vice-President; James H. 
Ashby, Chicago, General Superintendent; J. C. Dennison, 
Chicago, Secretary and Treasurer; Walter Doughty, Chi- 
cago, Assistant Secretary and Treasurer. At the stock- 
holders meeting eatlier in the week, the number of di- 
rectors was reduced from eleven to seven members, and 
the representatives of the railroads were not re-elected. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Baltimore & Cumberland.—One of the directors of 
the West Virginia Central & Pittsburg Railroad is author- 
ity for the statement that a contract has been let for the 
construction of 20 miles of the proposed extension from 
Cumberland to Hagerstown, via Hancock. The contact 
embraces the heaviest part of the work. 

It is given out that the construction work on the rail- 
road will be commenced in another month. The company 
over a year ago asked for bids, of which a large 
number were received. It is not known if new bids will 
ee for, ot the old bidders asked to renew their old 

ids. 

Beaver Creek Coal and Lumber Co.—This concern, 
which is now operating six miles of its own read in Grant 
County, W. Va., will soon begin building another exten- 
sion, about seven miles in length, from its present 
terminus, tothe Falls of Stony River, in the same county. 
The new toad is to furnish shipping facilities for a new 
mine to be opened there, but it will also be used for any 
general traffic offered. 

Cairo & Kanawha Valley.—The extension of this 
road from its present terminus at Hughes River, in 
Wood County, W., Va., to Grantsville, Calhoun County, 
a distance of 20 miles, is being discussed. The road 
now extends from the Baltimore & Ohie at Cairo, W. 
Va., to the Hughe: River, 24 miles, and has a large local 
traffic, besides carrying much timber to the Baltimore & 
Ohio. President W. S. Wilson has asked the County Court 
of Calhoun County for a County subscription of stock 
for the extension to Grantsville. The proposition will 
be voted on next month. 

Calgary & Lethbridge.—This compatiy is applying to 
the Dominion Parliament for a charter to construct a rail- 
road from Calgary to the town of Lethbridge, and thence 
to the international boundary. 

Chicago, Paducah & Memphis.—The construction 
work on this railroad through Illinois is being rapidly 
pushed to completion. It iswithin a few miles of Mount 
Vernon, Ill., and it is expected that the gap between the 
northern and southern sections will be completed in 
another week. 

Cleveland, Wooster & Muskingum Valley.—Work 
has stopped on this Baltimore & Ohio extension from 
Wooster to Millersburgh, O. The theory is that the con- 
test over the Valley road at Cleveland is the cause, and 
that no work will be done until a route has been secured 
to Zanesville, or to Cambridge coal fields. 

Colorado, Wyoming & Great Northern.—This rail- 
road, incorporated in Colorado last fall, is said to have 
bright prospects of an early realization of part of its plans. 
It is stated that bonds to the amount of $3 000,000 have been 
sold, and work is to be pushed during the coming season 
in the construction of the line. The Little Book Cliff 
road, running north from Grand Junction to Carpenter, a 
coal station twelve miles distant. is the nucleus of this 
new route to the northwest. This coal line has been in 
opetation for four years, and it has paid a profit of 15 per 
cent. upon the capital invested. Last year the daily coal 
tonnage was 150 tons, and the total earnings reached 
$70,000. This new corporation embraces all the fran- 
chises of the Little Book Cliff company, valued at 
$140.000. and the new concern starts with a capital of 
$1.000.000. The board of directors are W. T. Carpenter, 
President; T. E. Sanford, Melvin O. Whitehead, Criss F. 
lass and James P. Nesbitt. The general offices are at 
Grand Junction, and E. H Saltiel, of Denver, is financial 
agent for the company. Mr. Saltiel is the authority for 
the statement that the bonds for the amount of $3,000 000 
have been sold. The country to be traversed by this line has 
resources that can easily be developed. The agricultural 
districts are capable of producing fruits, vegetables, and 
all the grains. The hillsabound in coal, marble, asphalt, 
red ochre, iron ores, and numerous districts where 
precious metals have been mined in the past in a prim- 
ative way. The whole district has scarcely been pros- 
pected by settlers. The company now has an output of 
2.000 tons of coal a day. 

Darien & Western.—The engineers of the railroad 
have arrived in Datien, Ga., after completing the survey 
all the way from Crescent to Darien. The rails are being 
laid rapidly. The road is now built almost to Baywood. 

East & West Alabama.—C. A. Avery, of the 
Columbian Equipment Company, of New York, owners 
of the East & West Alabama Railroad, is at Birmingham, 
Ala., arranging to extend that line from Pell City to 
Birmingham, work to commence in February. Mr. 
Avety’s company has purchased two street railroads at 
Birmingham, to be used as terminals, at a cost of $350,000. 

Florence Southern,—This newly incorporated com- 
pany aims to supply the residents of Wet Mountain Val- 
ley, Col., with transportation means. The Denver & 
Rio Grande maintained a branch to Silver Cliff through 
Grape Creek canon, at heavy expense for a long time, but 
the freshets of that narrow canon inade the cost of main- 
tenance too great, and the road was finally abandoned. 
Now it is propused to construct a line from Florence over 
the mesas, and through Oak Creek canon, which route 
is said to be free from damages from floods. The author- 
ized capital is $1.000,000. The incorporators are W. E. 
Johnson, President of the new Florence and Cripple 
Creek; W. K. Johnson, J. A. McCandlass, J. B. Orman, 
H. H. Thompkins, Hosea Townserd and C. H. Johnson. 
This proposed line will be an adjunct of the Florence & 
Cripple Creek. It would form a most satisfactory adjunct, 
too, for the vegetables and products of the Wet Mountain 
Valley ranches would form a good business for transpor- 
tation into the mining districts of Cripple Creek. 

Gulf & Interstate.—President E. De Normandie of 
Galveston, Tex., reports that on the line from Bolivar 
Point, opposite Galveston, the grading has been virtually 
completed to Beaumont and the bridging for about 20 
miles has also been finished. A1trangements are now be- 
ing made for the rails to begin track laying,which, it is ex- 
pected, will commence as soon as tails can reach Galves- 
ton. Every effort is being made to hasten the delivery 
of the rails and to build the 10ad as rapidly as possible. 
Responsible parties have guatanteed to take the bonds for 
the entire line of road in Texas. Under its present charter 
the company has the authority to build a railroad from 
Port Bolivar, in Galveston County, northwesterly to the 
Red River and a branch line from a point in Galveston ot 
Chambers counties toa point on the Sabine River in 





Newton County. The branch road is the only part of the 
work now under construction. 

Idaho Northern.—Leonidas Merritt, of Duluth, Presi- 
dent of the Idaho Northern, organized last fall, bas writ- 
ten that the bonds of the company have been sold, con- 
tingent, however, upon the mine owners and property 
holders of this section furnishing a guarantee of a certain 
amount of traffic. Should the guatantee be made, work 
doubtless will be commenced this spring. 


Intercolonial.—The contract for the construction of 
the Dartmouth branch railroad, 10% miles from Dart- 
mouth to Windsor Junction, N. S., has been awarded. 
Daniel McGregor, of New Glasgow, secured the section 
onthe Dartmouth end, and Thomas Cook, of New Glas- 
gow, the Junction section. 

La Porte, Houston & Northern.—Active work on 
the construction of the road into La Porte, Tex., will be 
resumed in a few days and pushed to an early completion. 
General Manager W. R. Hammett is now in New York, 
and has closed a contract for the necessary amount of 
rails and material for the completion of the connections 
at Harrisburg and La Porte, as well as for the gap be- 
tween La Porte and North Galveston. The counection 
with the Houston Belt & Magnolia Park at Harrisburg 
will require the construction of less than two miles of 
track, and to build into La Porte, about four miles. F. H. 
Peters, Superintendent and Chief Engineer, will have 
charge of the work. 

Mexican International.—Active work has begun on 
the construction of a branch line of this road from Mon- 
clovia, Mex., to the rich mining camp of Sierra Mojada, 
in the State of Coahuila. The new line will pass through 


‘a rich agricultural and mineral country. 


Midland Terminal.—President Collbran has received 
a cablegram from Auditor W. K. Gillette, from London, 
giving notification of the sale of the bonds of the Mid- 
land Terminal. The work of completing the road from 
Victor, south to the Cripple Creek Mines will now be 
pushed as rapidly as possible. 

Minneapolis, St. Paul & Ashland.—This is the 
name of a company recently organized at Ashland, Wis., 
by Judge J. W. Cochran, E. A. Shores, Thomas Bardon, 
D. W. Mowatt, S. S. Fifield. W. R. Sutherland, Dr. Ed- 
win Ellis, Ashland; John W. Peiley, St. Croix Falls, 
Wis. ; R. L. McCormick, of Hayward, Wis.; William R. 
Bourne, Shell Lake, Wis.; S. G. Cook, C. H. Pratt, 
P. D. McMillan, Minneapolis, and A. R. McGill, St. 
Paul. Mr. Platt, the Secretary of the company, states 
that the object of the projectors is to secure more direct 
commmnication between Ashland and St. Paul. In out- 
lining the plans of the company, he says that it is intended 
to lease a right-of-way on the ‘‘Soo’’ line from the point 
where it crosses the Belt Line to St. Croix Falls, and will 
enter the Twin Cities on the Belt Line. It will open up 
a new country, touching only two railroad points—Shell 
Lake and Hayward. Between those points its route is 
from three to 15 miles east of the Omaha road, and for 
40 miles passes through a fine hardwood belt tributary to 
the St. Croix River. 

New Roads.—George M. Glazier, Boston, Mass; Nel- 
son Green, New York City: T. T. Kechler, Philadelphia, 
and D. A. Wheelock, of Warren, Pa., are organizing a 
company to build a railroad from Barcelona, on Lake 
Erie, by way of Westfield and Mayville, to Jamestown, 
N. Y., and Warren, Pa., and from the latter place to the 
coal fields of Pennsylvania. 


Pennsylvania.—About 100 men, in charge of Civil En- 
gineer Mickey of Wall, are at work on an extension of the 
West Penn branch from Bolivar to Sang Hollow, Pa., a 
distance of fifteen miles. One track is being laid and a 
township road is being made alongside the line. 

Quebec Railroads.—The Quebec legislature has passed 
a resolution disposing as follows of the unlapsed railroad 
subsidies to secure the completion of certain tailroads in 
that province: To the Quebec, Montmorency & Charlevoix, 
$100,000; Pontiac & Pacific Junction, $110.000; Otttawa & 
Gatineau Valley. $157,147; Great Northern, $100,000; 
South Shore, $50,000. 

Roaring Creek & Charleston.—A number of trepre- 
sentatives of New York interests connected with this 
road, which is in the hands of a Receiver, made a trip 
over the line last week from the West Virginia Central & 
Pittsburg 10ad, to Womelsdorf, W. Va. ,to which the 10ad is 
completed, with a view to investigating the advisability 
of continuing the work. The road is graded as far as the 
mouth of the Cassata Creek, and is ready for the railsa 
good part of the way. It passes through fine timber and 
coal lands. It is given out that work will begin again 
as soon ak the legal complications are disposed of. 

Rumford Falls & Rangeley Lakes.—The construc. 
tion work on this road in Eastern Maine is nearing com- 
pletion. Nearly all the rock ledges will be taken out 
this month. About 350 ft. of the trestle on the Andros- 
coggin bridge is completed. The abutments here will be 
finished in six weeks. The Switt River trestle above 
Rumford Falls, 250 ft. long, is completed, as are the 
abutments. There are about 700 ft. more of the trestle 
work which will be pushed forward as rapidly as pos- 
sible. The road is an extension of the Portland & Rum- 
ford Falls road, north of Rumford Falls, Me. 

Salt Lake & Hot Springs.—The directors have finally 
decided to push the extension of the road north to Farm- 
ington, Utah, at once, and President Woodman and Gen- 
eral Manager Bamberger have been directed to push the 
work. Surveys have already been made and negotiations 
begun for sight of way and for terminal facilities in 
Farmington. The contracts have already been let for the 
four miles of grading that will be necessary, and a large 
amount of the building material is already in hand. 

Selmer & Tennessee River Valley.—On Jan. 19, tie 
city of Selmer, Tenn., voted a subscription of $10,000 to 
the capital stock of this road. The road will be built 
from Selmer, on the Mobile & Ohio, to the national cem- 
etery at Pittsburg Landing, on the Tennessee River, pass- 
ing through the park to be built by the National Govern- 
nient. 

Ste. Emilie.—This company is applying for power to 
construct a line of railroad from a point in St. Gabriel de 
Brandon, Quebec, to St. Michel des Saints, passing 
through St. Damien, Ste. Emilie, St. Corne, St. Yvon. 

Sugar Creek, Pack’s Branch & Paint Creek.—The 
stockholders have organized at Fayetteville, W. Va., with 
the tollowing directors: F. N. Smith, William Prince, F. 
Prince, E. S. Smith and W. Smith. The officers are F. 
N. Smith, President: James F. Prince, Vice-President; 
E. Smith, Secretary and Treasurer, and Enoch Smith, Gen- 
eral Manager. The road is to connect the Loup Creek 
branch of the Chesapeake & Ohio Railroad beginning at 
the mouth of Sugar Creek, in Fayette County, W. Va., and 
tunning up Sugar Creek and down Pack’s Branch, to the 
main line of the Chesapeake & Ohio. It is to develop 
coal and timber lands owned largely bv the stockholders 
along the line. Grading has been commenced, and the 
construction is to be pushed vigorously. 
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Texarkana & Ft. Smith.—The contract for extending 
the road from Little River, Ark., north into Sevier 
County. was let last week and work will be begun imme- 
diately. A Texarkana firm secured the contract. 

Union Pacific, Denver & Gulf,—The seven miles of 
the new connection between Trinidad and Forbes Junc- 
tion, Col., will be completed by February. That will 
give the company a line 20 miles long north from Trini- 
dad, branches formerly constructed to connect with the 
Denver & Rio Grande road being utilized. Construction 
will then be taken up at the northermost termination of 
these short branches, 20 miles from Trinidad, and will 
be rushed as rapidly as possible. Receiver Trumbull is 
now in New York on business connected with this new 
road. 

Wheeling Bridge & Terminal.—Work on the Ben- 
wood extension of this line, which has been at a stand- 
still for several months, will be resumed within the 
coming week. The extension is completed from Wheel- 
ing, W. Va, tothe Riverside Iron Works, at the upper 
end of Benwood, and the line when finished is to reach 
the Wheeling Iron & Steel Co.’s works, half a mile be- 
low. The road is to follow the Ohio river bank, and the 
space being narrow at this point, it has been necessary 
to wait till the cinder tapped from the furnaces of the two 
concerns mentioned had accumulated sufficiently to form 
the roadbed. The cinder is hauled to the right of way in 
a molten state, in ladle carriages, and dumped while hot. 
This welds to the cinde1 previously dumped, and forms 
an excellent roadbed. It is expected the extension will 
be completed within two months. 





GENERAL RAILROAD NEWS. 


Atchison, Topeka & Santa Fe.—The Receivers are 
completing their examination of the property, being now 
on a trip over the Colorado, New Mexico and Cali- 
fornia lines of the property. It is announced that on Feb. 
21, the tariff department of the general freight office will be 
transferred to Topeka, Kan., and consolidated with the 
depattment there, and that several changes in the traffic 
departments will probably result from a concentration and 
1e-distiibution of the work. The Receivers have been ap- 
plying their pruning knives pretty freely lately, with the 
result of an aggregate saving of some $100,000 a year in 
salaries and office 7expenses. Two of the unprofitable 
branch lines, the Wichita & Western aud Manhattan, 
Alma & Burlingame, in Kansas, wete last week placed 
under separate receiverships, the former to be operated 
by Joseph H. McEntite and the latter by Hiram P. Dillon. 


Baltimore & Ohio.—The earnings for December, 
for the last three years, are given in the following table: 





Lines east of the Ohio: 








1894, 1893. 1892. 
Gromearn. ...s<-s $1,429, 242 $1,428,371 $1, 630,582 
Oper. expen. ....-. 915.259 947 515 1,157,697 
et RRS Ss so x wis $ £13 983 $ 480,855 $ 472,885 
Net six months ... . 3,488,851 3,486,520 3,261,640 
Lines west of the Ohio: 
1894, 1893. 1892, 
COrGGS BOI 6. 5s'e 6s $438,194 $434. 675 $569. 076 
Oper. expen. ..... 361,944 342.733 469,122 
| $ 76,250 $ 91,942 $ 99,954 
Net six months. ... 555,492 1,071,773 696,190 


Boston & Lowell.—The Massachusetts Railroad Com- 
missioners have approved the issue by the Boston & 
Lowell Railroad corporation of $500.000 four per cent. 
bonds, due 20 years from March 1, 1895, for ‘the purpose 
of paying and refunding 7 per cent. bonds. 


Boston & Aroostook.—Negotiations for the control 
by the Boston & Maine of the recently opened Boston 
& Aroostook Railroad extension have, it is understood, 
been under way for some time, and steps will be taken 
shortly to bring the line over tothe Maine Central for 
operation. 


Chicago & Southeastern (Ind.)—Suits were filed in 
the Hamilton County Court, Ohio, last week against the 
railroad company asking for the appointment of a Re- 
ceiver. The amount involved is only $2,500. 

Cleveland & Wheeling.—John W. Wardell, as Receiver 
fot the Cleveland, Canton & Southern, has taken cognovit 
judgment against the above named road, at Steubenville, 
Nhio, for $109,026. The Cleveland & Wheeling was char- 
tered as the successor of the South Pennsylvania & Ohio 
road, in 1887, and considerable grading was done in Har- 
rison and Jefferson Counties, Ohio. It is given out that 
this is a move toward building a connecting link between 
the Lake Erie, Alliance & Southern, which ‘now termin- 
ates at Bergholz, Jefferson County, Ohio, and the Ohio 
River. The rights of way belonging to the Cleveland & 
Wheeling are valuable, and the surveyed line will afford 
a good outlet for the Lake Erie, Alliance & Southern. 


Detroit, Bay City & Alpena.—Messrs. J. P. Morgan 
& Co., of New York, announce that they have prepared 
a plan for the 1eorganization of the Detroit, Bay City & 
Alpena Railroad, the property of which was recently pur- 
chased at foreclosure sale on behalf of the bondholders. 
The plan provides for the formation of a new company to 
be called the Detroit & Mackinac, with a capital stock of 
$3,000,000 and a bonded indebtedness limited to $4,000, - 
000 in 4 pet cent. 100-year gold bonds. Of the latter 
$1,500,000 ate ‘‘first lien bonds,’’ and are to be used for 
extensions to Bay City and Mackinac or the acquisition of 
existing lines to those places, and for expenses of reor- 
ganization. The balance, $2,500,000, are to be ‘‘mortgage 
bonds’’ subordinate to the above named iu lien, and of 
these $1,250,000 are to be delivered as promptly as pos- 
sible after the plan shall have become operative to hold- 
ers of Drexel, Morgan & Co.’s receipts for Detroit, Bay 
City & Alpena bonds, and $750,000 are to be held for later 
distribution. This leaves $500,000 for additions and im- 
provements, at the rate of not over $50,000 in any one 
year. The remaining $750,000 of new bonds, together 
with $2,000,000 of common stock, ate to be held by a com- 
mittee of three in trust for the holders of certificates of 
beneficial interest, which will be issued to holders of the 
present receipts. The committee is authorized at any 
time to fund the interest on these bonds into preferred 
stock, of which the issue is limited to $1,000,000, or to 
exchange them into preferred stock. ‘The time for the 
distribution of these bonds and of the $2,000,000 of com- 
mon stock among the holders of the present reorganiza- 
tion receipts is left optional with the committee. In their 
letter accompanying the plan Messrs. J. P. Morgan & Co. 
say: ‘‘Considering the present small earnings of the 
property it is not deemed safe now to distribute over 
$1,250,000 of these bonds, and the plan therefore pro- 
poses to retain the other $750,000, as well as the stock in 
the hands of the committee until it can see its way to 
distribute the same, and it is alsothought best to give the 
committee large discretion, including (as already stated) 
sower to convert the $750,000 bonds into preferred stock, 
if it shall think such a course expedient for the protec- 
tion of the holders of the outstanding $1,250,000 bonds, ”’ 


Illinois Central.—The company reports earnings for 
recent periods as follows: 











November. 1894. 1893. Inc. or dec. 
SPONSE PREM. osicecenvcnceu $1, 842.031 $1,872,068 D $30.037 
Oper, CXPEN....erecccees 1,231,462 1,313,305 D 81,843 

PN Uv ccnessvseca’ $610, 569 $558,763 I $51,806 

For five months: 

PONS CBE, vcvccercccsevss $8,076,520 $10,409,820 D $2,333,300 
oe nae 5,845,505 6,695,213 D 849,708 
DIOL CRIN ia esses seaee's $2,231,015 $3,714,607 D $1,483,592 


Baltimore “& Ohio.—The statement of earnings for 
Decembe1 makes the following comparisons: 








December. 1894. 1893. Inc. or dec. 
jee Le ee $1,867,500 $1,863,000 I $4,500 
OPer. EXPCD....ceceeveves 1,277,500 1,290,500 D 22,900 
Re: ou csinwscoonnese $590, 000 $572.500 I $17,500 
For five months: 
CBVONS IGBED...6.0cccessene $12.018,422 $12,820,405 D = $801,983 
Cn ec ee eee 7,994,865 $8, 262,409 D $267,544 
DRC RAEN ie cco sicsaceosens $3,023,557 $4,557,996 D 534,439 


Lake Erie & Western.—A special meeting of the 
stockholders of the company has been called for Feb. 5, 
at Peoria, I1l., to act upon the proposed acquisition of the 
Indianapolis, Decatur & €pringfield road, and to authorize 
the extension of the first and second mortgages of the 
company over that road should it be required. 


New York, Ontario & Western.—The Company pub- 
lishes the following report for December ; 








1893. 1892. 
GroSs Carnings.........seeecees $263,300 $268,920 717 
OMe’. EXPENSES. ......0 000000000000 204,000 210,638 224,010 
el ee $59,300 $58,282 $56.707 
Prop. expense to gross......... 173% 1734 7934 
For the twelve months: 
Gross earningSs..........scccces $3,737,580 $3,901,140 $3,473,760 
Oper. CXpenSeS.......-.secccves 2,652,244 2,887,924 2,605,693 
Met CarMines..c..ccccccesscse $1,085,336 $1,013,216 $868,067 


Oregon Railway & Navigation Co.—The commit- 
tee representing holders of the collateral trust bonds of 
the company, of which John Crosby Brown is the chair- 
man, announces that there has been deposited with the 
United States Trust Co., New York, more than $3,940,000 
of the bonds out of $5,182,000 outstanding, and the time 
within which deposits may be made without penalty has 
been extended to Feb. 1. 

Philadelphia & Reading.—A protective committee 
to represent the holders of the junior securities 
of the railroad company has been organized, con- 
sisting of R. Gallaway, Of New York, chair- 
man; Issac N. Seligman, David G. Legget, of White- 
house & Co.; Simon Wormser, and Emanuel Lehman. 
The committee points out that the Olcott-Earle plan of 
reotganization is proceeding, with a view of foreclosure 
under the general mortgage bonds, and in consequence 
the position of the junior securities is endangered. The 
holders of the income bonds and shares will be asked to 
deposit their respective securities with the Farmers’ 
Loan & Trust Co. The individual members of the com- 
mittee and their respective firms have deposited upward 
of $4,000,000 of the securities which they own and control. 

Philadelphia, Reading & New England.—The 
first mortgage bondholders of this railroad company 
(Poughkeepsie Bridge system) have appointed the fol- 
lowing committee: John S. Wilson, chairman; John 
Sailer, W. B. Scott, R. J. C. Walker and H. W. Bartol. 
The committee will confer with othe: committees and 
will call a general meeting of the bondholders within 
two weeks, when some definite plan of procedure will 
doubtless be determined upon. 


Roaring Creek & Charleston.—Judge Jackson, of 
the United States Court, issued an order at Parkersburg, 
W. Va., last week, referring litigation affecting this 1ail- 
road, brought before him some time previously, to a 
special master for investigation and report. The road is 
being built for about 20 miles through West Virginia, and 
is completed for [5 miles. A Receiver, appointed by the 
State courts of West Virginia, is now in charge of the 
propeity. Some time after this appointment, proceedings 
were brought by other creditors in the United States 
Court, for the appointment of a Receiver by that Couit, 
and that is now referred to as matter for report. 

San Antonio & Gulf Shore,—The new officers of the 
railroad, whose names were given last week, have filed 
a mandamus suit against the former officers to com- 
pel the latter to deliver the bonds, stocks, and other 
assets of the road, as well as to enjoin the latter from in- 
terfering in any way with the former in the operation and 
management of the road. The road has been building 
over a year out of San Antonio, Tex., and about 40 miles 
has been graded and the track laid for 25 miles. 

Sioux City & Northern.—In the case of the Man- 
hattan Trust Co. against the Sioux City & Northern, to 
foreclose a mortgage, Judge Shiras filed an opinion at 
Dubuque, Ia., on Jan. 15, sustaining J. Kennedy Tod & 
Co.’s right to $1,060,000 of Sioux City & Northern stock 
and $2,340,000 of Sioux City, O’Neill & Western bonds. 
These securities were deposited with the firm by A. S. 
Garretson, as collateral secutity for a loan of $1,500,000 to 
the Pacific Short Line Bridge Co. The Union Loan Trust 
Co., whose assets the Credits Commutation Co., of Sioux 
City, has acquired, claimed these collaterals under a pre- 
vious pledge, which it failed to prove on trial. The case 
will be appealed. 

Union Pacific.—United States Circuit Judge W. F. 
Sanborn, sitting at St. Louis, has given an opinion in the 
application of Winslow S. Pierce, of New York, for a 
foreclosure of the first mortgage on the Union Pacific 
properties embraced in the main line, from Omaha to 
Ogden, appointing the present receivers. The applica- 
tion sane fox a separate 1eceivership and other conces- 
sions in the interest of the first mortgage bondholders, 
and was opposed by the tepresentatives of the Union 
Pacific receivers. Judge Sanborn issued an o1de1 appoint- 
ing the same receivers, pending the settlement of the 
na: a William D. Cornish, of St. Paul, 
is appoiuted special master. The order issued by the 
Court is the first step to foreclosure and to secure the sale 
of the main line. Under the Court’s instructions the re- 
ceivers are liable so far as the main line is concerned to 
the first mortgage bondholders exclusively. The next 
step will be a suit filed by Winslow Pierce for the bond- 
holders in Omaha. 

Western New York & Pennsylvania,—In the annual 
repott just published, the Directors state that since the 
issuing of the last annual report, on June 30, 1894, there 
has been a gradual improvement in the company’s busi- 
ness. For the five months, July to November, 1894, there 
has been a gain in the traffic moved as compared with 
the same period in 1893 of 321,505 tons, or over 19 per 
cent. ‘The increase in gross earnings for five months is 
$87.300 and in net earnings $172,360. The increase 
in tonnage has been largest in bituminous coal, but we 
have also had a gratifying increase in general me1tchandise 








and mineral tonnage. Anthracite coal tonnage during the 
above pe1iod was not so large as in 1893, because of 
lighter sales in the West and Northwest. ‘‘The average 
rates per ton per mile at which traffic has been moved 
during the five months have been unsatisfactory and 
much lower than for the same petiod in 1893. This has 
— caused mainly by the extremely low rates on soft 
coal.’”’ : 


Zanesville Belt Line.--Under an order of the United 
States Court, the property of the Zanesville Belt Line 
Railway Co. was sold last week. The sale was made 
under foreclosure proceedings brought by the Mercantile 
Trust Co ,of New York,which holds a moitgage for $225, - 
000. When the suit was entered, the Painesville, Worces- 
ter & Ohio, and the Zanesville, Mount Vernon & Marion 
Railroad Companies each claimed the right of way. The 
latter was decreed to be the owner of the property. It was 
sold to C. G. Kidder and H. Powers Farr, of New York, 
and Charles E. Andrews, of Zanesville, a committee 
representing the bondholders, for $50,000. 





TRAFFIC. 





Traffic Notes. 

The Queen & Crescent has put on dining cars between 
Chattanooga and Cincinnati. New cars have been built 
for the service. Meals are served by the card at moderate 
prices. 

The Wheeling & Lake Erie, and its connections, have 
put on a fast through night freight train between Wheel- 
ing and Cleveland, 0., which makes the trip between 
these cities in about nine hours. 

The Post Office Department at Washington finds that 
lottery circulars and other mail matte: are being cai1ied 
by express companies in packages other than stamped 
envelopes, and a circular will be issued calling attention 
to the law. 

The Railroad Commissioners of Texas have temporar- 
ily suspended the operation of the tariff on coal which 
they ordered in effect Dec. 28. This is the second sus- 
pension of this tariff for the purpose of hearing further 
arguments for changes. The tariffs on paper, stock, brick 
and other commodities are still under discussion. 

The Railroad Commission of Missouri has ordered that 
the line of the Atchison, Topeka & Santa Fe, from Rich- 
mond to Richmond Junction, the St. Joseph & Belmont 
branch of the St. Louis, Iron Mountain & Southern, the 
Kansas City, Clinton & Springfield, and the Columbia 
branch of the Wabash, hereafter charge three cents a 
mile for passengers instead of four, as heretofore. 

W. F. Ladd & Co., of Galveston, have filed a suit in 
the County Court at Austin, Tex., asking an injunction 
against the State Railroad Commissioners, restraining 
them from enforcing their cotton tariff, which prescribes 
tates to Galveston in every case 6 cents per 100 lbs. 
higher than to Houston. It will be remembered that the 
merchants of Galvestun made strenuous opposition to this 
tariff before the Commission a few weeks ago. 


Chicago Traffic Matters. 
CHICAGO, Jan. 23, 1895. 


Practically every road eastward from Chicago is now 
quoting 20 cents per 100 lbs. or less on grain to New 
York, and the situation is even worse at the lower Missis- 
sippi River crossings. There is considerable opposition 
to making an open rate of 20 cents on account of its effect 
upon interior traffic, and were it not that the taking of in- 
dividual action by the lines is making havoc with the 
eastbound agreement for a division of this business, the 
strong lines would be content to let the matter drift. The 
trouble with the agreement is that, like its numerous 
predecessors, there is no penalty attached to the violation. 
Any road running behind is supposed to report to the 
Commissioner, who has authority to order that road to 
reduce its rates for a limited time to enable it tocatch up. 
Instead of doing this, everybody has been ‘‘evening up’’ 
for himself, with the result that the whole scheme is now 
in a chaotic condition. 

The formation of anew transcontinental passenger as- 
sociation now apparently depends upon the outcome of 
the pending conference with the Union Pacific in respect 
to the Ogden gateway. Some of the lines are advocating 
going ahead without the Union Pacific rather than over- 
turn the work that has already been accomplished in other 
directions. 

The Southern Pacific having finally receded from its 
demand for lower freight rates from New York to the 
Pacific coast via its Sunset route than were to be made 
from Chicago and Mississippi 1iver points, a compromise 
agreement has been reached by the terms of which all 
Pacific coast rates are to be advanced from the present 
basis of 30 cents per 100 to 50cents per 100, New York and 
Chicago to a!l Pacific coast points except Portland, which 
is to take a rate of 55 cents, effective Feb. 4. This isa 
decided victory for the Atchison and its supporters 
among the Chicago lines,who have all along stood firm in 
the position that New York should not take a lowe: rate 
than Chicago on this business. 

Another attempt was made last week to secure an ad- 
vance in live stock rates to Chicago sufficient to overcome 
the $2 switching charge imposed at the Union Stock 
Yards, but several of the roads stated that it was impos- 
sible to advance rates at present as it would raise local 
1ates beyond the point allowed by the laws of some of the 
States in which they operated. Nothing can be done, 
apparently, except for the roads to carry the matter up 
and endeavor to get the decision of Judge Grosscup re- 
versed. This will probably be done as soon as possible. 
A suit is now pending against the Alton which will afferd 
the opportunity in case nothing is done by the Atchison. 

Passenger representatives of the Chicago-St. Paul lines 
have made another agreement do'ng away with excessive 
commissions on eastbound business. 

It looks as though the agreement of the eastbound lines 
not to pay commissions was working pretty well, judging 
from the fact that the scalpers are resorting to their old 
tricks of raising tickets by plugging, thus indicating that 
their supply of new material was getting scarce. 

General Passenger Agent Heafford, of the Chicago. 
Milwaukee & St. Paul, has served notice on the other 
Chicago lines that he has conclusive evidence that some 
of them have been violating the provisional agreement 
formed atthe death of the Western Passenger Association 
Dec. 1, especially in the matter of rates to theatrical peo- 
ple, and hereafter the St. Paul road will show this class 
of travel fully as much consideration as has recently been 
accorded to it by the St. Paul’s ‘‘none the less energetic, 
but more unscrupulous competitors.’ 

The Atchison will again commence, Jan. 26. prorating 
on grain from Illinois points on its lines east of Princeville 
and Pekin, including the latter, to territory in the Cen- 
tral Traffic Association and to the western termini of the 
trunk lines and points East, based on the percentages of 
the regular tariffs now in effect, except that on freight 
originating at 110 per cent. points the rates will be made 
1 cent higher than the established basis, the additional 
cent going to the Atchison in division, vo 





sl RS 














